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dynamics with the efficiency of an all-electric SUV. Peak electric power 
takes drivers from O-60 mph in just 4.5 seconds.t That’s enough power for 
the city, with the style to match. 


JAGUARUSA.COM 


Vehicle shown: 2020 Jaguar I-PACE HSE. tAlways follow local speed limits. For complete details on vehicle pricing or Jaguar EliteCare coverage, including the new vehicle limited 
luxury automobile brands and claim is based on total package of warranty, maintenance and other coverage programs. © 2020 Jaguar Land Rover North America, LLC 
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rage, please visit JAGUARUSA.COM, call 1800.4. JAGUAR / 1.800.452.4827 or visit your local authorized Jaguar Retailer. "Class is cars sold by 
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Elon Strikes Back 
The innovative 
Tesla team brings 
it with the radical 
Cybertruck. Logo 
courtesy of Tesla. 
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2021 Ford Mustang Mach-E Ford leverages 
its legend to build a Porsche-beating crossover. 
Jonny Lieberman 


2020 Ford Mustang Shelby GT500 


The Mustang GT500 is not just the best Mustang 


ever—it's a world-class supercar. Chris Walton 


Chevrolet Corvette 
Porsche 911 Carrera S Small steps and 
radical rethinks put Corvette and 911 on 
equal footing. Scott Evans 


Hyundai Veloster RM19 
Hyundai hatches a honkin' hot hatchback. 
Randy Pobst 


2020 Hyundai Venue 
Hyundai returns to its cheap and cheerful roots 
to catch the eye of the first-time new 
car buyer. Alisa Priddle 
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Duncan Brady 


Derek Powell 


2020 Bentley Flying Spur Bentley develops 
the definitive modern luxury sedan. 


Angus MacKenzie 


Lamborghini Huracan GT3 Evo 
In search of the racer's edge. Angus MacKenzie 


“If we want a scene to look fast, it’s better 
if we drive fast.” Alex Leanse 


Lincoln Aviator 
Cadillac XT6 The battle for three-row 
American luxury has a decisive winner. 


February 2020 


Toyota Land Cruiser 
Tracing the evolution of the Toyota Land 
Cruiser spirit. Scott Evans 


2020 Porsche Macan Turbo 
Porsche's turbo SUV gets more boost and a 
hefty price bump, but where's the urgency? 
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Testing conducted in an independent laboratory using AMSOIL Signature Series 5W-30 Synthetic Motor Oil 
against a leading brand 5W-30 synthetic-blend motor oil in Ford" F-150 trucks with 3.5L twin-turbo engines. 
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protection and kept bearings ** Some exclusions apply. Retail Catalog 
looking like new. Get your ride See www.amsoil.com for details. 1-866-238-4226 
the protection it deserves. 
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‘All rademarked names and images are the property of their respective owners and may be registered marks in some countnes. No affiliation 
or endorsement claim, express or implied, is made by their use. All products advertised here are developed by AMSOIL for use in the applications shown. 
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WATCH TOP GEAR AT MOTORTREND.COM/TOPGEAR! More than 200 hours of programming, 
including 170 episodes of the beloved Top Gear U.K. series, are at MotorTrend.com/topgear. 
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EXTREME TESTING FOR 





EXTREME DURABILITY 





Duralast brake pads endure blistering torture tests. Even at 
1000° F, brake noise is minimal. After repeated braking and 
pressure tests, they still stop strong. With this kind of performance, 
it'S nO wonder more technicians choose Duralast parts.” 





BRAKE TORTURE TESTING 


Repeated braking from speeds Brutal shear-strength Brake noise frequency testing 


over 700 mph proves fade testing ensures safety and between 2 kHz and 17 kHz 
resistance comparable to OE friction-material stability verifies noise-free braking 
at all levels 





PROVEN TOUGFE 
SEE THE FULL LINE OF PROVEN TOUGH PARTS AT DURALASTPARTS.COM 


* Source: Proprietary Coatudy of Automotive Aftermarket Parts Conducted by The NPD Group, 2019. 
©2019 AutoZone, Inc. All rights reserved. Duralast is a registered mark of AutoZone IP LLC or one of tts affiliates. 
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With over 300,000 custom-mixed 
formulas available in aerosol 
cans, paint pens, and 


ready-to-spray cans, we always 


deliver your perfect match. 
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m a bit sad that my fiance and I didn’t know about Stauer 
before we got engaged. This ring is so much more clear and 


sparkly than my real A 
— P.T. FROM 


BALTIMORE, MD 


A total of 4 carats for 
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URGENT: DIAMOND RING RECALL 


Experts warn that millions of rings may be “romantically defective” when compared to the 
spectacular 4 carat diamond alternative DiamondAura® Avalon Ring. 

















] prong-set in the finest .925 sterling silver. It’s 
easy to see why our clients are raving about 
our diamond alternative DiamondAura— 
you won't find a clearer diamond rival! 


he loves natural diamonds. She loves you 

even more. But when even the skimpiest 
solitaires sell for as much as $1,200, it’s 
time to reconsider your relationship...with 


COMPARE THE BRILLIANCE, FIRE g PRICE 


Mined Flawless DiamondAura 
Diamond Avalon Ring 








diamonds. Have you recently overpaid only ee ee Experience the luxury of money in 
to be underwhelmed? Send it back. You ee the bank. Tod this 3 3 
can do bolder. You can do brighter. You Color__"D" Colorless_“D” Colorless | 44 ation. Sad mere saci 
can own the Stauer 4 total-carat Ultimate Clarity TP Clear | pounds in fine .925 sterling silver for 
Diamond Alternative’, DiamondAura’® Dispersion/Fire 0.044 0.066 only $29! 
me unde ne ; | | = Your satisfaction is guaranteed. If for 
When “cute” is a four-letter word. an don’t absolutely ad 
ov | | y reason you don’t absolutely adore your 

i you want to “ey at ig ee “ak cession, i vis: Cute Avalon Ring, return it within 30 days for a full refund of your 

oesn t cut it. Your love deserves to be wowed. If you're a item price. But we promise that once you get a look at the 
billionaire with money to burn, turn the page. Everyone else? Avalon up close, you'll see love in a whole new light. 
What you read next just might change your love life. There's 
only one way to find out... Avalon Ring (4 ctw) $295° 
We rewrote the rules of romance. Only Stauer’s exclusive Offer Code Price Only $29 + S&P Save $266! 
Ultimate Diamond Alternative® DiamondAura* gives you You must use the offer code to get our special price. 
the luxury look of large-carat diamonds for a fraction of the 8 
price. The ingenious process involves the use of rare minerals Ls 00-333-2 045 
heated to incredibly high temperatures of nearly 5000°F. Offer Code: AVR529-08 


After cutting and polishing, scientists create a faultless marvel 
that’s optically clearer with even more color and fire than a 


Bio eer encore E St Au eres: 14101 Southcross Drive W., Ste 155, Dept. AVR529-08, 
Shim, Minnesota 55337 www.stauer.com 

Scintillating in sterling silver. Our quest for perfection doesn’t — 

end in the lab. Passionate designers bring inspiration from 

history books and Fifth Avenue showrooms to every inch of the 


Avalon Ring. ‘The ring features a classic round-cut center stone, 


Please use this code when you order to receive your discount. 


t Special price only for customers using the 
offer code versus the price on Stauer.com 
without your offer code. 
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e 3% carat Ultimate Diamond Alternative®, DiamondAura® center stone ¢ 32 brilliant-cut accent stones 
e .925 sterling silver setting *« Whole ring sizes 5-10 


Stauer... Afford the Extraordinary~ 






You Cannot Unsee the Cybertruck 


ack in September, I took a small team 

from MotorTrend to see the Tesla 

Cybertruck, in the very early stages 

of its conceptual design. Tesla told 

us we were the first outsiders, and 
the only media outlet, to see the vehicle, 
period. By the time you read this, Tesla’s 
game-changing truck will already have 
broken the internet, set Twitter ablaze, 
and sent fanboys and short-sellers around 
the world into paroxysms of shock, disgust, 
outrage, and possibly lust. 

Our team has covered the story better than 
any other outlet, as you will find at motor- 
trend.com/cybertruck, so it’s fun for me to 
disclose how some of us reacted to seeing it 
for the first time. Christian Seabaugh, Kim 
Reynolds, Mark Williams, Sean Holman, and 
I met the design team on a warm afternoon 
at Tesla’s design studio in Hawthorne, Cali- 
fornia, with Elon Musk and chief designer 
Franz von Holzhausen, who walked us through the truck’s origin 
story. We'll tell that story someday, but for now, much of it is off the 
record. When we emerged, blinking in the light of day, and walked 
back to the parking lot, everyone was quiet, immersed in thought. 

We had truck-pooled together, five us stuffed into a Ram 1500, and 
it was still absolutely silent as we pulled out of Tesla’s parking lot, 
amidst the Model 8, S, and X vehicles plugged into Superchargers. 
It remained quiet until we pulled out onto a busy street and saw 
regular cars and trucks. I recall saying, “Can you imagine how crazy 
it will look when that truck is on the road with regular cars?” And 
with that, afew unburdened themselves: 

“As a traditional truck person, I feel like every preconceived 
notion I’ve held about trucks has been shattered. I feel violated. 
I need a shower, a cigarette, and a nap, in no particular 
order. When I walked in, I was shocked. That’s 
not it, right? It can’t be. It’s too brutal, too 





Truck/Off Road group content director 

“The only thing missing 1n the space was anything remotely 
looking like what I would consider a Tesla pickup truck... nothing 
else but the stealth-military-styled pyramid video-game concept 
in the center of the floor.”—Mark Williams, truck expert 

“This is a huge gamble—a high-risk and massively polarizing 
design. The Hollywood-future-shock category is where the Tesla 
truck is residing.” —Kim Reynolds, testing director 

Just prior to the reveal in November, we | 
received our first photos of the truck, which G 








I shared with the broader MotorTrend statf 
during our regular staff meeting. For the 
sake of privacy, I did not put the images 
on the large wall-mounted monitors in our 
meeting room, but had the team huddle 
around photographer Brian Vance’s laptop 
and jot down their very first impressions: 


ower, a Cigarette, 
radical, too assertive.”—Sean Holman, MTG anjjq nap inno particular order.” 


Our team's expressions ran the gamut from awe to restrained bemusement to utter 
overwhelm to outright joy when they got an early look at Telsa’s upcoming Cybertruck. 


“1970s wedge sports car/concept—Lamborghini Countach, 
Mercedes C111, Dome Zero. I’m getting Aliens APC vibes. Dang, 
that’s a lot of right angles.”—Alex Nishimoto, news editor 

“WTF!!! A diamond? Are they trying to mimic an F-117 with the 
diamond and triangles? Someone’s horrible sketching project?”— 
Stefan Ogbac, associate editor 

“The Cybertruck looks like, if in 1985, Saturn had unveiled an 
iteration of the Disney Monorail designed for the apocalypse.”—Ben 
Keeshin, video producer 

“Did Vector make a truck? It almost looks like an SUV, and I bet 
that’s no accident. I’m impressed by how far Tesla was willing to go 
away from their existing design language. That takes guts.”—Zach 
Gale, senior production editor 

“What is that? Origami? Could it be a military vehicle? 
Where's the bed? Wait, is that really a truck?” — 
Miguel Cortina, MotorTrend en Espanol 

“Timmediately thought of DeLorean, in a good 
way. I wonder about visibility. How will you see 
out of it?”—Kelly Lin, associate editor 

“Are these really the images!? Wow. That’s brave.”—Alan Mur, 
creative director 

“The internet will be triggered.” —Carol Ngo, social media editor 

“Tt’s Minecraft meets Mad Max meets R2-D2. Terrifying yet also 
... oddly cute.”—Claire Crowley, copy editor 

“Someone please remind me which ’70s sci-fi movie used this 
shape for its planetary rovers. Dark Star? 
Alten? Silent Running? Elon and Franz 
are channeling the past in creating the 
future.”— Mark Rechtin, executive editor 

So what do you think of the Cyber- 
truck? Love it? Hate it? Both? Will you 
buy it? Comment on our social media 
posts or shoot me your thoughts on 
Twitter @edloh. & 


Weeks later, the countenances around 
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our editorial offices were much the same. 
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WORDS CHRISTIAN SEABAUGH 


ome moments you never 
Si Seeing my bride 

walk down the aisle 
toward me at our wedding. 
Driving my first car home. And 
now, 1n a somewhat distant 
but still significant third place: 
my initial glimpse of the new, 
industry-changing Tesla 
Cybertruck electric pickup 
in aclandestine September 
meeting at the automaker’s 





design headquarters just 
outside of Los Angeles. 

Few outsiders have ever been 
allowed inside the top-secret 
Tesla Design Studio, nestled 
away next to the sprawling 
SpaceX factory, a Falcon 9 
rocket, and ascale replica of 
Elon Musk’s Hyperloop in 
a corner of the Hawthorne 
Airport. Elon and his right- 
hand man, chief designer Franz 
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von Holzhausen, invited us to 
be the first journalists inside to 
see the automaker’s most hotly 
anticipated debut since the 
Model 3: the Tesla pickup truck. 

Leading up to the truck’s 
public unveiling, MotorTrend 
got behind the scenes with the 
Tesla team, provided feedback, 
and watched the Cybertruck 
go from a life-size clay model 
to a (purportedly) bulletproof 
working prototype. 

First Contact 

As we enter the studio, Franz 
scans his key card and holds 
open the door as Elon leads us 
into the repurposed airfield 
hangar, where the first, radical 
Northrop flying wings took 
shape. Now serving a much 
different purpose, the well-lit 
design studio nonetheless 
sports an equally revolutionary 
machine today. 

Like a Zumwalt-class 
destroyer meets a leftover Blade 
Runner prop, Tesla’s truck looks 
like none I’d ever seen before. 


TREND | 02.20 


Its design is deceptively 
simple. Its profile is diamond- 
like, with five simple lines. Its 
nose 1s wedge-shaped, its sheet- 
metal quickly merging with a 
single massive pane of wind- 
shield glass—“bulletproof,” Elon 
says (with hubris, as it turns 
out). Just as quickly as that line 
rises, it drops back down, with 
the truck’s sail panels (which 
will include built-in storage 
in the production version) 
and garage/tambour door- 
style roll-up tonneau cover 
completing its faceted physique. 

Its head-on view is equally 
arresting; a cyclopean single 
LED flows across the nose 
to join the fender flares, and 
a second off-road-oriented 
lightbar lives at the top of the 
windshield. Its polished, stain- 
less steel sheetmetal has a few 
creases to define the tumble- 
home and curves toward the 
rear of the truck’s 230.0-inch 
length—roughly the length of a 
conventional Ford F-150 crew 
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cab short bed. jee a 57.0-inch overall If you want a color besides 
Draped in 3mm-thick width and accommodating the polished silver of stainless 
unpainted stainless steel 35-inch off-road tires. There steel, the Cybertruck can be 
that’s folded into shape, the is a Honda Ridgeline-like vinyl-wrapped—which lowers 
truck features four doors, a trunk cut into the bed floor. environmental impact and the 
small frunk, anda6.5-foot bed The Cybertruck’s wheelbase cost of a paint shop. 
with accessory rails and four stretches 149.9 inches, and “What do you think?” Elon 
tie-downs. Notably, the bed Elon claims its steel skin is asks. A collective, stunned, 
has no wheelwell intrusion bulletproof to 9mm rounds. “Wow,” is about all we can 
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muster. All the renderings by 
the automotive chattering 
classes? So, so wrong. 
Change, of Course 

A month later we hada 
chance to go back and check 
in on Tesla’s progress on the 
Cybertruck. The life-size clay 
model we'd seen before had— 
quite shockingly—been joined 
by a half-finished Cybertruck 
running prototype. With Black 
Sabbath and Tool blaring 
from an unseen stereo, the 
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stricta en Neg ep ae Ay a 
workshop was frenzied with 
activity. It was midafternoon 
Friday; Elon wanted Tesla’s EV 
pickup assembled and driving 
through the SpaceX factory by 
Sunday. The reveal was two 
weeks away. 

What would be running 
was turning out to be quite 
interesting: a motor at each 
axle, Tesla’s new Raven perma- 
nent-magnet drive units, to 
be precise. Up front a Model 3 
Performance’s rear motor 
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can be found; in back, a 
well-protected Model S 
Performance’s rear motor. 
Tesla doesn’t publish horse- 
power figures anymore, but 
we estimate up to 690 hp and 
824 lb-ft of torque combined 
from the twin motors in the 
Raven powertrain. The future 
three-motor Plaid powertrain 
will certainly find its way into 
the Cybertruck, and it could 
put out an estimated 800 hp 
and 1,000 lb-ft of torque. Like 
all Teslas, the Cybertruck’s 
motors are backed by a 
one-speed automatic. Feeding 


Elon says the “bulletproof” 
Tare FJ al(-1(e mice l-mlaryelia-xe. 
by lessons the carmaker 
learned on the Tesla Semi. 





the motors is Tesla’s latest 
battery tech, of which the 
company has shared little. 

The standard battery pack 
is mounted underneath the 
cab, just forward of the roll-up 
tonneau cover’s storage 
compartment (beneath the 
pickup bed floor), and offers 
up about 300 miles of claimed 
range. A new, double-stacked 
battery will give the Cybertruck 
up to 500 miles of range, Tesla 
says. Construction of the proto- 
type is “unibody-on-frame” 
in the same vein as the new 
Land Rover Defender, but the 
production Cybertruck will be 
pure unibody. 

Although most off-roaders 
and pickup owners would 
sneer at an air suspension, 
Tesla opted for a signifi- 
cantly beefed-up version of 
the Model X’s air setup with 
upper and lower A-arms at all 
four corners. Air suspensions 
typically offer lots of ground 
clearance but little mean- 
ingful travel, but based on 
nothing more than watching 
the Cybertruck get lowered 
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There's plenty of load space 
in the bed, plus the tailgate 
can extend and reach all 
the way to the ground. 


from its lift to the ground, that further benefits, too. Aside and tailgate to the ground, 

shouldn’t be an issue with from the obvious ride quality allowing, for example, a 

this truck. The amount of and on-road performance motorcycle or ATV to easily 

suspension travel was, frankly, implications, it’ll give the roll up into the bed via built-in 

insane—hinting that Tesla Cybertruck multiple ride pull-out ramps. 

might be targeting the Ford heights, load-leveling (both Projected towing and 

F-150 Raptor’s desert-running fore and aft and side to side), payload capacities are all 

credentials. and, most interesting, a mode preliminary, but maximum 
The air suspension has that dips the truck’s rear end tow capacity will be about 
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Can it go off-road? Well, the 
air suspension and 35x12.50 
all-terrain tires under the 
fenderwells are a good start. 
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The interior is typical Tesla-stark, but it seats up 
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14,000 pounds and payload 
about 3,500 pounds. 

The Cybertruck’s interior 
was still taking shape during 
both of our visits, but it'll no 
doubt be the most familiar to 
current Tesla owners—and 
controversial to truck owners. 
The six-seat cabin features a 
single Model 3-style center 
screen, through which the 
driver will access the majority 






Y 


of the Cybertruck’s features 
and functions. 
Both rows of seats are 
surprisingly roomy, with 
the front offering generous 
headroom thanks to the peaked 
roof. Visibility will no doubt 
be achallenge, as the hood 
and fenders are largely unseen 
from the driver’s seat (though 
this is addressed with a nose- 
mounted camera). The bed’s 
Elon Musk explains 
sail panels and roll-up tonneau his radical choices 
also compromise rearward visi- to Ed Loh and the 
bility. Tesla says this will also be Mot enc stor. 
addressed with a camera, but 
reversing with a trailer could in late 2022. Tesla produc- manufacturing footprint, we 
nevertheless be challenging. tion cycles are notoriously wouldn’t be surprised to see it 
Tesla says the Cybertruck difficult to pinpoint—the Tesla reach production first. After 
will be priced from $39,990 up Roadster was supposed to go all, as one of the Cybertruck’s 
to $69,990 depending onrange, onsale by 2020—but given engineers whispered to me, 
power, and tow rating, when the pace of the Cybertruck’s “Like Elon says, ‘It only takes 
production hopefully starts development and its light nine months to make a baby.” 





PRECISION CRAFTED PERFORMANCE 


ARX-05 and NSX GT3 Evo Race Cars shown. ©2019 Acura. Acura, NSX, and the stylized “A” logo are registered trademarks of Honda Motor Co., Ltd. 





TREND | 02.20 


I aY-Me) ol-latrexeled4 elim =i hice! 


f=) eo} (oe fox-\-Mdal- mCi celele 

7 color) at-ce)|melel mihi 
olUhdaa-s-3-1-s- Me late Melele l= 

vo Tame) el drolare| mu diacerial(-1(e! 
vofakeMeddal-Vmalrex-14(-s-0 


















he million-plus-dollar 
T roadster club just got 

its newest member: the 
McLaren Elva. Named after 
the McLaren-Elva sports cars 
designed by Bruce McLaren 
himself in the 1960s, the 
new Elva will be a two-seat, 
open-top hypercar powered 
by a 4.0-liter twin-turbo V-8 
similar to the one found in the 
Senna. McLaren says the Elva 
is the lightest road car it’s ever 
designed thanks in part toa 
bespoke carbon-fiber body 
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errari just took the wraps 
- off of its newest GT, called 

the Roma. Ferrari 1s 
calling it a “2+ coupé,” and we 
assume that means it'll have 
room for four, though perhaps 
not comfortably without the 
proper shooting brake design 
of the GTC4Lusso and the FF 
before it. Think of the Roma 
as the newer, better-looking 
612 Scaglietti—only smaller 
and cheaper. 


TLRS 


McLaren Elva 


eee: 


u 


and chassis, special carbon- 
fiber seats, and sintered 
carbon-ceramic brakes. 
Parts of the bodywork flow 
into the cabin to accentuate 
the connection between the 
driver and the elements. The 
drive controls are located near 
the gauge cluster, not in the 
center stack. A rotary control 


The Roma’s design is 
a departure from recent 
Ferraris. It brings back classic 
design cues like front wheel 
arches that peak above the 
top of the hood but adds a 
pointier front end and rear 
glass that’s more steeply 
raked than the 612’s. On the 
inside the Roma borrows 
the steering wheel from the 
SF90 Stradale and has what 
looks like an up-to-date 
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is located on one side of the 
instrument binnacle that 
controls drive modes. 

The V-8 motivating the Elva 
packs 804 hp—up 15 hp from 
the Senna—and has no hybrid 
batteries or electric motors 
of any kind. McLaren says the 
Elva will get from 0 to 60 mph 


infotainment screen. 

The Roma is powered by 
a derivative of the 3.9-liter 
twin-turbo V-8 from the 
now-defunct 488 GTB. Here, 
it makes 611 hp from 5,750 
to 7,500 rpm and 560 Ib-ft of 
torque at 5,750 rpm. Ferrari 
nerds will notice this is 
less power and torque than 
the 488, but slightly more 
power than the entry-level 
Portofino; torque stays the 


in less than 3 seconds and 
accelerate to 124 mph quicker 
than a Senna—and land you 
in jail very shortly thereafter. 
Just 399 Elvas will be built, 
and surprisingly not all of 
them are spoken for yet— 
so act while you still can! 

Nick Yekikian 





same in both the Roma and 
Portofino. The Roma adopts 
the eight-speed twin-clutch 
automatic that was intro- 
duced in the SF90. 

No word on price yet, 
but we expect the Roma to 
cost a bit north of $225,000, 
putting it up against cars 
like the McLaren GT, the 
upcoming Porsche 911 
Turbo, and the Aston Martin 
DB11. Nick Yekikian 
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reparations for the 
P::. Olympics forced 

half of the Tokyo Motor 
Show to aremote location 10 
minutes away from the halls at 
Tokyo Big Sight, but the high 
funkiness factor of the rolling 
stock made the commute 
seem worthwhile. Here are 
nine of our favorite concepts 
and production cars. 
Nissan Ariya 
The Ariya electric, two-motor, 
Rogue-sized SUV concept 
represents the last step before 
the 2017 Tokyo show’s wilder 
IMx concept becomes an 
electric production crossover. 
Ariya’s design features copper- 
tone trim outside and stark 
minimalist interior trim and 
switchgear inside and is said 
to preview the look of future 
Nissan EVs. Unofficial reports 
put the EPA range at 300 
miles and the 0-60 time at 
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Nissan Ariya 


less than 5 seconds. The Ariya 
features Nissan’s ProPilot 

2.0 driver assistance system, 
which enables limited hands- 
free driving and “auto-pilot” 
navigation with lane-change 
capability on limited-access 
highways. The car can also 
park remotely via phone. 
Expect to see a production 
version bearing the name Ariya 
on our roads in late 2021. 
Lexus LF-30 

Lexus’ jumbo gull-winged 
electric LF-30 is far more 
conceptual than Nissan’s Ariya. 
The LS sedan-sized concept 
predicts the 2030 design of 

a fully autonomous people 
mover, though its sustainable 
cork, scorched-wood, and 
carbon-neutral suede-trimmed 
interior emphatically eschews 
swiveling seats and the mobile 
mosh-pit ethos. Instead, four 
forward-facing thrones and 
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multiple screens provide 
ultimate comfort and person- 
alization via glass and carbon 
“keystones” each occupant 
carries and inserts for identi- 
fication. Lexus also imagines 
that solid-state batteries will 

be perfected within the next 
decade and holds hope that the 
LF-30’s four in-wheel motors 
can be made light enough not to 
scupper ride quality. 

Daihatsu Waku Waku 

Both Suzuki and Daihatsu used 
the words “waku waku”’ in their 
displays, which supposedly 
means “(I am) happy/excited.” 
This fun-sized SUV concept 
with the bright orange trim and 
cargo area does indeed make us 
happy. The rear door windows 
are filled in with jerrycan-style 
panels that make us wonder 
how happy riders in the back 
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Daihatsu Waku Waku | 


seat must feel. (The seats were 
displayed folded down with 
an orange load floor extender 
folded forward to nearly meet 
the front seats.) There’s alsoa 
fold-down tailgate, a side- 
hinged upper gate, and a large 
roof storage box. 

2021 Toyota Mirai 

We deem the hydrogen fuel 
cell-powered Toyota Mirai 
the greatest year-over-year 
aesthetic improvement in 
automotive history. Better yet, 
its longer, lower, wider rear- 
drive TNGA-L architecture 
(think Lexus LS) promises 
driving dynamics that match 
the sporty sedan’s looks. 
Improved fuel cell efficiency 
and a slightly larger tank 
allow the new Mirai to travel 
30 percent farther on a tank 
(400-plus miles). Improved 
aerodynamics make the cabin 
even quieter. There’s a 12.3- 
inch infotainment screen, a 
14-speaker JBL sound system, 
and seating for five. Expect 

a price in the $60,000 range 
when it hits the market in late 
2020, probably without fuel 
purchase credits. 
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Mazda unveiled its first full EV, which 

is set to go on sale in Europe, Australia, 
and likely Canada in late 2020. Its 141-hp, 
195-lb-ft front motor seems capable of 
providing decent acceleration, but the 
likely 120-ish-mile range from its 35.5- 
kW-hr battery capacity sounds insuffi- 
cient for U.S. customers, so it might not 
come here in this configuration. (Perhaps 
the PHEV with a rotary-engine range 
extender Mazda has promised?) Built on 
the platform underpinning the Mazda3 
and CX-30, the 2+2-door styling is unique, 
and the minimalist interior is swathed in 
sustainable trim like cork and breathable 
upholstery fabric made from recycled 
water bottles. Safetywise, i-Activsense 
will intervene to prevent wrecks when 
turning across traffic, changing lanes, or 
veering toward the shoulder. 


“Levorg” has a definite science-fiction 
ring to it but translates to “WRX wagon” 
in Japanese-market speak. Imagine it 
with a sedan’s C-pillar and trunk, and 
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you've got the next-generation Subaru 
WRxX. It will ride on the latest Subaru 
Global Platform architecture first used 
on the 2017 Subaru Impreza. A next-gen 
EyeSight system employs wider camera 
viewing angles plus two front and two 
rear radar units to improve pre-collision 
braking performance and better inter- 
pret situations like crossing and turning 
in an intersection during low visibility. 
The Levorg unveils a newly developed 
1.8-liter lean-burn direct-injected turbo- 
charged boxer-four engine, but North 
America might stick with larger 2.0- and 
2.5-liter (WRX STI) engines. Expect the 
Levorg-inspired WRX to reach our shores 
for the 2021 model year or so. 


The Japanese love retro designs, and to 
celebrate its 2020 centenary Suzuki cut 
loose with this precious little A-segment 
coupe. You might note a passing resem- 
blance to the Honda e that is entering 
production and was first shown as the 
Urban EV concept at the last Tokyo show, 
but Suzuki is reimagining its own Fronte 
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360 minicar of the 60s Gif you Google it, 
you'll see this is a very flattering inter- 
pretation). Sure, there’s a plug-in hybrid 
drivetrain under the hood and tiny cameras 
on the front fenders to replace rearview 
mirrors, but its coolest feature is its “waku 
waku” switch. Pressing it transforms the 
body shape from a notchback to a soft-sided 
wagon-back while altering the front-end 
and instrument cluster appearance. 





Cars put 15 million horses out of work, but 
people still own horses. When autono- 
mous mobility replaces personally owned 
vehicles, enthusiasts will still collect 

and drive cars like this swoopy two-seat 
tandem roadster. Without divulging 

any information about what powers the 
e-Racer (presumably four electric wheel 
motors), avideo on the stand played a 
constant loop showing an owner’s body 
being scanned and a form-fitting racing 
suit being robotically created. She suits 
up, climbs aboard, and dons augmented 
reality glasses that can make it look like 
she’s sharing the road with traffic froma 
vintage grand prix or like the real road is 
in an underwater tunnel with dolphins 
swimming above. Very “high concept” 

and probably only practical on a private 
car-club track. 
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Suzuki Waku Spo 


Mitsubishi’s high-concept fantasy-mobile 
was this gas-turbine-powered plug-in 
series electric hybrid dune buggy. It sports 
gigantic wheels, even bigger wheel arches, 
no doors or top, and four inboard electric 
motors. The gas turbine that generates 

the power for said motors runs on most 
any liquid fuel: gasoline, alcohol, diesel, or 
kerosene. The minimalist interior features 
an augmented reality windshield onto 
which an improved view of what’s ahead 
can be projected based on the myriad 
onboard sensors that also inform Mi-Pilot, 
an advanced driver assistance system that 
also reportedly works off-road. In addition 
to using the four motors for active yaw 
control, the Mi-Tech can pivot in place 

by spinning the left and right wheels in 
opposite directions. Frank Markus 


Toyota e-Racer 
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Ss is typical with Porsche rollouts, 
A the 911 lineup is staying true to 

form with base and CarreraS 
models soon to make way for the ever- 
more gobsmacking Turbo S. 

How gobsmacking Is it? Porsche has 
not confirmed final numbers, but its 
engineers reworked the 3.8-liter flat-six 
engine, including new turbos, piezoeletric 
direct fuel injectors (as found on the 
new Carreras), and revised intercoolers. 
Expect peak horsepower to jump from 580 
in the last Turbo S to about 640 hp, with 
torque increasing from 5583 lb-ft to 580. 

Porsche estimates the new Turbo S will 
officially knock 0.2 second off the previous 
car’s 0-60 time, which, given the results 
from our 2017 Turbo S test, puts it at 2.3 
seconds. Likewise, expect the top speed 
to rise from 205 mph to a 991 GT2 RS- 
equaling 211 mph. 

The engine is connected to an eight- 
speed dual-clutch automated manual 
gearbox similar to the unit found in the 
Panamera and 91] Carreras but featuring 
different gear ratios and reinforcements 
to handle more torque. It’s 53 pounds 
heavier than the old Turbo S transmission, 
but it’s also shorter to afford better pack- 
aging within the chassis. 

Additionally, the new car—which will be 
officially unveiled in early 2020 and go on 
sale later in the year—will come to the U.S. 
market with a particulate exhaust system, 
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2020 Porsche 911 Turbo S 


The hyperspeed Porsche gets even more hyper 


now required in Europe. The new hard- 
ware adds 20 pounds; overall, the Turbo 
S should weigh about 110 pounds more 
than the old model, which registered 
3,557 pounds on our scales. 

Porsche recently gave me a quick 
opportunity to experience a few of its 
Turbo S preproduction development 
cars, near Monaco. From a standstill or 
low speed, it feels measurably quicker 
than the previous S’ hyperspeed acceler- 
ation chops. 

For the first time on any 911 Turbo 
S, the factory will offer a sport exhaust 
option. It produces a nice burble, 
including the seemingly mandatory 
off-throttle exhaust popping, but don’t 


expect GT2 RS levels of antisocial volume. 


The first car I hopped aboard was a 
coupe boasting the new Sport Perfor- 
mance package. It lowers the Turbo S by 
0.8 inch and includes additional helper 
springs and recalibrated dampers. I 
detected no issues with ride comfort. 
The setup was taut, well controlled, and 
more than acceptable for daily driving; 
the electronic-damper tuning within the 
Porsche Active Suspension Management 
system does a superb job of taking the 
shock out of road imperfections. 
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In fact, I felt very little difference 
between cars with and without the Sport 
Performance option; the main differen- 
tiator was a small increase in suspension 
compliance, which I expect will yield 
an ever so slightly slower response to 
steering inputs. Both versions demon- 
strated excellent roll control, with no 
chassis yaw or pitch issues; the all-wheel 
drive dug deep for every ounce of grip. 

If the 992 Carrera S is anything to go by, 
the Turbo S’ steering feel and front-end 
controllability should improve over the 
previous model. I like the Michelin PS4S 
tires for their all-around wet/dry perfor- 
mance. Also like the Carrera S, the Turbo 
S employs staggered wheel sizes (20-inch 
front, 21-inch rear), and the rubber is 
now 10mm wider all around, measuring 
255/35 in front and 315/30 in back. 

With so much velocity on tap, Porsche 
stepped up the size of the front brake 
rotors to 16.5 inches, an increase of 0.4 
inch, while retaining the 15.4-inch discs 
in back. The 10-piston front calipers 
are new on the 911 Turbo §; this caliper 
setup is also found on the latest Porsche 
Panamera E-Hybrid Turbo S and Taycan 
Turbo S EV—vehicles that carry more 
than 1,300 pounds of additional mass 





=. Jérg Bergmeister, a longtime 
=. factory racer at Porsche, provides | 
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compared to this 911. In this applica- 
tion, I expect to find the brakes have the 
capacity to turn the poor car inside out. 

The Turbo S’ rear end and stance 
serves as an attention-sucking tractor 
beam. The rear haunches seem to go on 
for yards, and I joked to Frank Walliser, 
vice president of the 911 and 718 model 
lines, that this might be the first 911 with 
a track width greater than its wheelbase. 
He chuckled and confirmed the car is 
0.8 inch wider than the previous 991 
version—and 1.7 inch wider than the 
992 Carrera§S, itself already boasting 
some “widebody” 911 treatment. He also 
mentioned he does not believe the 911 
should get any bigger, but that’s a topic 
for another day. 

As we cruised along, I noticed the 
Auto Stop feature, a first for a Turbo 
S. Thankfully, Porsche also provides a 
conveniently placed Off button. Other 
than that, the more I rode in the new 
car, the more I liked the difference in 
feel. Relative to the 991 Turbo S, and as 
I discovered when I drove the Carrera S 
earlier this year, its improved grip and 
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responses are almost certainly down to 
the combination of the wider front track, 
suspension improvements, and wider 
front tires, which should all work to allow 
better manipulation of the car’s front and 
rear, from turn-in to corner exit. 

A brief stint in the Cabriolet version 
with the top down revealed a surprising, 
almost complete lack of wind noise. 
Otherwise, I sensed no measurable 
difference to the coupes. That said, on 
a racetrack the Cabriolet’s additional 
weight might more readily make its 
presence felt. Speaking of tops, the new 
Turbo S Coupe also offers a sunroofless 
carbon option. 

With my experience of testing various 
911 Turbo S models during the past 
several years, my seat-of-the-pants gauge 
confirms already that this new one will 
deliver a measurable performance leap 
forward, as nutty as that might be. But 
with its backbreaking power, refined 
suspension, eight-speed PDK gearbox, 
and daily driving comfort, it’s all adding 
up to aremarkably special result. 

Andy Pilgrim 
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Tesla's Retro-Futuristic Cybertruck: 





Pickup, stealth fighter, or Mars rover? 


hen Tesla Motors rolled out its original Model 
S sedan in fall 2011, some folks (self included) 
were a bit underwhelmed by the rather 
restrained styling of Elon Musk’s opening 
salvo in the electric vehicle wars. 

To me, it looked like a next-gen Mazda6, which wouldn’t 
have been a reach—given that Musk had poached Mazda 
US. chief designer Franz von Holzhausen with barely 
enough time to pull out his sketch pad before needing 
to design Tesla’s franchise sedan. 

When I asked Franz about the Model S styling, he 
patiently swept aside my thinly veiled critique about his 
design and said the conservative approach was intentional. 

“People need to think really hard about taking this leap 
into uncharted territory,” he said at the time. “I didn’t 
want to alienate people by creating a vehicle that was 
awkward and weird. We wanted to create the cornerstone 
from where the brand is going to build.” 

In other words: One thing at a time. Make the transition 
from gasoline to electric as seamless as possible. Don’t 
make it hard on early adopters by making 
them explain to their neighbors not only their 
decision to go electric but also why they were 
driving some goofy-looking vehicle. 
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In purely automotive terms, the Cybertruck may 
pay homage to exotic ’7Os concepts like the Maserati 
Boomerang, Ferrari Modulo, and Lancia Stratos Zero, 
but that’s where the disco-era tribalism ends. Line it 
up against all the trucks currently on sale, and they all 
look ancient. Forget the 2002 Thunderbird, this is what 
J Mays was searching for when he dropped the term 
“retro-futurism” a few years back. 

To the unpracticed eye, the lines of a Cybertruck may 
look basic, like a kid’s Tangram puzzle spilt on the dining 
room table. But it actually owes more to very complicated 
modern-era military design—from the F-22 stealth 
fighter to the Zumwalt-class destroyer. 

“People will argue that this is overly simplistic. I call 
it un-design,” Franz said in a recent interview. “Erasing 
the normalizing of design out of our heads was a long, 
drawn-out process. We started out with a shape like this, 
then we had to go all around the world to come back again 
to this. It’s so foreign from what we’ve done.” 

Let’s get to the construction: Seriously, 3mm-thick 
stainless steel as the body panels? The last 
stainless steel car was the DeLorean (although 
Ford and Allegheny Ludlum steel conspired on 
a limited promotional run back in the 1930s 


Then Franz added a kicker: Expect tradi- truck the Sd{fj/2 and again in the ’60s). But the Cybertruck 


tional styling for the first generation of cars. 
Let Tesla get established. Then look out. 
Guess the second generation has arrived. 
The Cybertruck concept that Elon rolled out in the 
wake of the L.A. Auto Show is anything but goofy looking. 
It is seriously radical, like something Arnold Schwarz- 
enegger will emerge from in the next Terminator movie. 
No one will look at a pickup truck the same way again. 
In silhouette, the Cybertruck looks like the collision of 
two doorstops (thanks, Ed Loh, for that vivid description). 
Head on, or from an offset perspective, it’s all hard angles 
and aggression. The testosterone levels are off the charts. 
Musk already (jokingly?) tweeted about a “pressurized 
version” for when he and his crew of interplanetary 
voyagers need transport on Mars. 


= 
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way again. 


reimagines its use 1n the pickup truck domain. 
Another cool thing about stainless steel: It 
gets stronger as the temperatures drop. You 
know the average temperature on Mars? Minus-80 Fahr- 
enheit. Talk about protecting your design for the future. 
In the 1990s, when Nissan rolled out its first lozenge- 
shaped vehicles like the Altima and Infiniti J30, the late 
Jerry Hirshberg, then-head of Nissan Design Interna- 
tional, referred to his new design as breaking from “the 
tyranny of the wedge.” Not long after, the entire industry 
followed suit with their own slippery suppositories. 
With the Cybertruck, Franz von Holzhausen has 
broken Tesla away from the tyranny of the lozenge. The 
wedge is back. 























































emember the Lamborghini Terzo Millennio 
concept, launched in November 2017? This wild 
design study showed Lamborghini's impression 
of what a fully electric future hypercar might look 
like. The design was launched at the same time the 
company publicized its research partnerships with the 
chemistry and mechanical engineering departments 
at the Massachusetts Institute of Technology. Now the 
chem department program has paid off in a patent. 

An electric car simply cannot be a true Lamborghini if 
it’s burdened with hundreds of pounds of batteries that 
make it weigh more than today’s raging bulls. A great way 
to reduce an EV’s weight would be to use supercapacitors 
instead of chemical batteries. 

Supercaps are spectacularly efficient at storing lots 
of energy quickly, but they’re lousy at storing energy for 
an extended period of time. No matter how hard your 
electric supercar regeneratively brakes going into a turn 
or how fast it zooms back out of it, an appropriately sized 
supercapacitor can accept and release this power without 
overheating the way a chemical battery would. Bonus fact: 
They can do this racy charge/discharge dance millions 
of times without degrading. 

So Lamborghini and MIT seta research goal of tripling 
the energy storage capacity of these supercapacitors 
within four years. After just two years, the team devised 
a material that doubles capacity. They’re still working 
toward that additional incremental improvement, but 
the research to date was deemed significant 
enough to warrant a patent application in 
the names of the Lamborghini and MIT 
engineers responsible. The patent covers 
the chemical and geometric properties of 
the powdered material inside the supercapacitors. 

This announcement marks a significant milestone in 
the research phase of the technology, but its development 
phase has yet to start. This will include determining the 
glue or paste that will affix the powder to its metallic 
electrode strip, a manufacturing technique to roll or 
fold it into a cylindrical or pouch form factor, and then 
mechanical and life-cycle testing. 

Today’s supercapacitors typically use porous activated 
carbon, which includes zillions of nano-sized pockets for 
the electric ions to affix themselves to. The new powder is 








rue Lamborghini it its 
burdened with batteries. 


Future Tech: Lamborghini's 
e-Hypercar Inches Toward Viability 
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composed of metal-organic framework (MOF) compounds 
consisting primarily of nickel, copper, and molecular 
carbon (not atomic carbon graphene sheets or nanotubes). 


Past MOFs have been incapable of conducting electricity, | 


but this new one can store it, thanks to the new way these 


elements and molecules are arranged to roughly double | 


the surface area inside the same volume/mass of powder, 


which is how it doubles the energy density. That area now 


measures “tens of thousands of square meters per gram.” 


Note that the elements in question are all abundant and | 
the manufacturing technique should be very similar to | 
today’s supercapacitors, so cost shouldn’t be terribly high. | 

Even at double today’s energy density (which is triple | 


the density of the best supercapacitors 10 
years ago), electric vehicles may never run 
on supercapacitors alone. They’ll still require 


neering department is researching the possibility of inte- 


grating solid-state battery storage into the vehicle’s central | 


carbon-fiber structure in the least crash-vulnerable areas. 

This “built in, not bolted on” approach promises increased 
safety, smaller packaging, and lighter weight. The team has 
yet to reach a patentable milestone and is not divulging much 
information about its progress, but we do know it involves 
elemental carbon nanotubes that are “grown” perpendicular 
to and connecting with two layers of structural carbon fiber 
separated by some small number of microns. 

Alternating nanotubes serve as anodes and cathodes, 
closely separated by a solid-state electrolyte, about which no 
info has been divulged. (MIT has several programs ongoing 
in this space, and with power-optimized supercapacitors on 
board, said electrolyte can be optimized for energy storage.) 

Lamborghini CEO Stefano Domenicali has teased 
a future research project “in the dimension of sound,” a 
cryptic hint that has us intrigued. 





some chemical battery storage. Lamborghini’s_| 
collaboration with MIT’s mechanical engi- | 
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THIS DEVICE MEASURES PRECISION. 





THIS DEVICE MEASURES PRECISION, 
TECHNICAL ACHIEVEMENT, 
INNOVATION, 
PERFORMANCE, 
DESIGN, 

VEHICLE DYNAMICS, 
STRUCTURAL INTEGRITY, 
RESPONSIVENESS, 
CONTROL, 
AESTHETICS, 

FIT AND FINISH, 
AERODYNAMICS, 





PERSONALIZATION, 
DRIVER ENGAGEMENT, 
AND SO MUCH MORE. 
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CAR OF THE YEAR ZZ. 


2020 CORVETTE STINGRAY 
Available early 2020. 
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Interview 
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ord v Ferrari is Jim Mangold’s first 
time directing a film about racing, 
or even about cars. As the car nerds 
that we are, should we be worried about 
his depiction of that historic 1966 Le Mans 
race? The short answer: No. 

In the following excerpt from a (much) 
longer interview, available at MotorTrend. 
com, Mangold delves into his core beliefs 
about movie making, his relationship with 
facts and the truth in creating a dramatic 
narrative arc, and how directing a racing 
movie changed the way he views cars. 








Before you saw the script, did you know 
the story? I had heard of Carroll Shelby, 
and I knew of him, and I knew the cars he 
had designed. And I knew he had moved 
from being a driver to a designer. And I 
knew he has joint ventures with Ford. But 
I had never heard of Ken Miles before and 
certainly didn’t know the story at all until 
I’d read the script. 


Had you ever seen yourself making a film 
about cars before? Not about cars, about 
car racing specifically. I wouldn’t have 
seen that as a logical thing or something 
I would’ve predicted. In fact, that’s part 
of my attraction to movies, is that I can’t 
imagine making them. But I’ve got to 
believe that every movie requires world 
building. That you have to understand 
what Detroit was like in the mid-’60s. You 
™ have to understand 
b. what Southern 
California was like 
at that moment. You 
have to understand what 
% itistobe part ofthe 
hot-rodders’ circuit in 
A { the early 60s. 
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SET CONSUMED WITH 

2 ABOUT WHAT PEOPLE 
SOING TO SAY, | STOP 
ICTIONING AT MY BEST.” 


This is almost like a holy subject. It's like 
telling a story from the Bible. You've got 
to get it right. Well, you can never get it 
right for everyone. But what you can do 
is try to make something that, within the 
context of the fade-in and the fade-out 
at the end, is truthful, or has a truth to 
itself. If I get consumed with fear about 
what people are going to say, I stop 
functioning at my best. Then I’m even in 
worse shape for those fans. 


The racing sequences were a nice blend 
of accurate but also stylized. Because if 
you just watch racing footage, it's pretty 
dull. When I watched a lot of old country 
music biopics or musical biopics, I would 
notice whenever someone sang, the 
camera ended up going into the best seats 
in the house, and you'd just watch from 


MEL MELCON 


FORD MEDIA 


Director, 
Ford v Ferrari 


the audience as they sang. And I thought 
that was really boring. [With Walk the 
Line| I thought, “I’m tracking Johnny 
Cash, June Carter, and all these other 
characters on the stage. Why am I leaving 
them when they’re singing and watching 
them sing?” So we made it our goal to 
keep the camera on the stage. You really 
were getting to see what it felt like onstage 
and backstage in a concert. What I wanted 
to do in Ford v Ferrari was to give youa 
feeling of what it’s like to be in the pits 

or in the car, to feel the claustrophobic 
cockpit and that speed and danger. 


Shelby had a personal beef with Enzo: He 
wanted to race for him, and Enzo didn't 
let him. And some Ferrari drivers were 
killed who were friends of Carroll's. Was 
there any— Well, these are facts. But they 
aren’t scenes. I learned this lesson making 
true-life movies, which is that I can’t 
make scenes about facts. 


| said in my review, “There's a bunch of 
‘mistakes.'" And then | said, “Now forget 
all that. This is not a documentary. This 

is Hollywood." It’s also what you have to 
leave out. Hollywood or not, you have to 
leave stuff out. Three-quarters of writing 
is actually what you don’t say. Movies are 
no different. The reality is that in telling a 
concise story, you have to leave stuff out. 


Has your personal relationship with 

the automobile changed after making 
this movie? Yes. I definitely think that 

it made me think more about these 
conveyances that take us through our 
lives. Not just about the speed and the 
handling and what it’s like to hug the 
road. That’s the biggest thing you feel 
driving these cars, to me more than the 
speed, it’s the connection to the road. In 
our lives, driving SUVs and minivans with 
our families, we feel like we’re floating 
above the road. These cars feel like youre 
literally sitting on the road. And also, the 
way cars are a mask for us—the way we 
define ourselves—a very large mask where 
we can extend ourselves—we can be the 
worst of ourselves, we can be the best of 
ourselves. Jonny Lieberman 
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Your Say... 


70 Years Young 

Happy 70th anniversary! MotorTrend 
has been a big influence in my life while 
nurturing my lifelong interest in cars. 

A marginal grade school student 
of English and grammar, my reading 
and vocabulary were honed instead by 
consuming MT issues beginning in 1961 
at age 10, when my dad brought home an 
issue borrowed from a car nut coworker. I 
subsequently had an incentive to visit the 
library and have something to do while 
my mom shopped at the supermarket. 

At age 16 I hoodwinked my dad into 
purchasing a new ’67 GTO, after pointing 
out for several years how great the styling 
of the Le Mans was. He wasn’t aware 
there was a beast variant and thankfully 
didn’t notice the GTO badge! (About two 
months after buying it, he would come 
home from work bragging about what car 
he blew away driving home.) 

The following year the ’68 GTO 
was named Car of the Year, and I was 
ecstatic—so much so that I wrote my first 
letter to the editor, and it was published! 

I never forgot the rush of recognition. 
Through adulthood, I found satisfac- 
tion 1n seeing my opinion expressed on 
a grand scale. Over time I developed a 
love of writing to the point of creating 
a writing/editing business and then a 
website about the future. 

If it were not for MotorTrend, ’'m 
certain my life would have been less rich 
and fulfilling. 

Congratulations on your fabulous 
legacy, and happy 70th. Thank you, MT! 

John Herman 

Charleston, South Carolina 






I have just received my September issue 
and found of special interest the article 
on the Kurtis Sport Car. When I was in 
junior high school a friend of mine’s dad 
had anew Muntz Jet, and I really knew 
very little about the origin of Muntz or 
the connection to Kurtis, so that was just 
neat to see. I was especially taken by the 
comment about “everybody present at 
MT’s birth has packed their desks and 
relocated to that great printing press in 
the sky.” I’m still around and have been 
reading MotorTrend since your first issue 
and plan on continuing to read it until I 
do the same. 


Dick Russ 
Oklahoma City, Oklahoma 
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Reader on location 


This month's reader on location is 
Milt Hazzard of Woodlawn, Maryland. 
Here's what he had to say: “On my 
September-—October trip to Egypt, 

| took along the September copy of 
MotorTrend so | could read and have 
a picture of the new C8 Corvette 
handy; | plan to order one as soon as 
my dealer starts taking orders. Here 
lam at the Giza pyramids, where a 
friend (who didn't know how to use 
my camera) took this picture.” 


Your anniversary issue, especially the 
story based on prior Car of the Year 
winners, was probably the best issue MT 
ever put out, and I’ve been a reader since 
1972. (It was not easy hiding it from the 
nuns and brothers when I was supposed 
to be learning what they were teaching.) 
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However, I have a question about the 
piece on the 1968 GTO (page 37). The text 
mentions your 1968 review and that “our 
four-speed automatic tester” did O-60 in 
7.3 seconds while “our Hurst four-speed 
manual tester” with Ram-Air did it in 6.5. 

Clearly, the article notes the results 
for two different test cars, an automatic 
and a manual. Thus, the results had to 
be from the 1968 review because you 
certainly didn’t have two GTOs to review 
for the 2019 issue: The 2019 article 
notes a single 1968 GTO borrowed from 
Original Parts Group. 

I’m sure you see the problem: The 
Turbo Hydro-matic automatic “back in 
the day,” as the saying goes, was of course 
a three-speed automatic transmission. 

As Bob Seger would say, “Lord, I 
remember...” 

Keith Dolan 

Brooklyn, New York 
Youre correct that the numbers come 
directly from the car’s 1968 Car of the Year 
feature. Second, good catch on the trans- 
mission—the GTO’s sole automatic option 
was a three-speed, not a four.—Ed. 
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eep underground at Ford’s Product 

Development Center, a large 

studio has been converted into 

an “immersion room,” its tempo- 

rary walls papered with endless 

PowerPoint slides. Normally, vision 
boards like this are a clear indication that 
both imagination and inspiration were 
snuffed out of the project three months in. 

But then something caught my eye—a 
slide titled “Winning Will Not Be Driven 
by Compliance.” 
Below the headline were four cars: a 

BMW 13, Nissan Leaf, Chevy Bolt EV, 
and an electric Ford Focus. Although I 
strongly dislike the poor-driving 13, have 
forgotten about driving the Leaf as many 
times as I’ve driven it, and imagine that a 
small battery shoved into a Focus would 
be ho-hum, I genuinely like the Bolt. We 
voted it our 2017 Car of the Year. So why 
was it on this slide? Then it hit me: As 
good as the Bolt might be, Chevy’s electric 
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2021 Ford Mustang Mach-E | 


hatchback looks just as dorky as the other 
three compliance vehicles. 

Back in 2014, Ford saw the writing on 
the wall; the decision was made to go elec- 
tric. We were shown a quarter-scale clay 
model of an equally dorked-out, front- 
wheel-drive CUV that was set to go into 
production right around now. Luckily for 
car enthusiasts, smarter and cooler heads 
intervened. 

Instead of delivering an electric car that 
Ford didn’t want to build to dealers who 
didn’t want to sell it to customers who 





didn’t want to buy it, in a decision that 
went all the way up to Bill Ford, the Blue 
Oval decided to put a pony on its first 
proper, mass-market electric vehicle. 

Meet the newest member of the 
Mustang family, the Ford Mustang 
Mach-E. 

A Mustang-badged electric vehicle? 
And an SUV, at that? Really? Yeah, for 
real. Ford leveraged the brand’s great 
strengths—namely, the fact that almost 
every person on earth likes the Mustang. 
Not only that (and I found this next part 
particularly gratifying to learn), but 
performance car customers are also 
much better educated about battery 
electric vehicles (BEVs) than the average 
car buyer. 

One of the hurdles to BEV adoption is 
the persistent myths about cars powered 
by batteries. A few Ford shared with 
us: 92 percent of new car buyers think 
electric cars are toylike; 75 percent 


Door handles? You don't need no stinkin’ door handles. 


Ford has ditched ‘em in favor of buttons. One reason 
why is that children find handles difficult. 





Fully electric. The Mach-E doesn't 
use any gasoline, and it never will. 
Also, Amazon will come to your 
house and install a charger. 
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wouldn’t drive a BEV in extreme weather; 
51 percent suffer from range anxiety; and 
thanks to the success of the Toyota Prius, 
42 percent think BEVs require gasoline. 
The solution, then, if youre going to sell 
an electric car, is to attract the buyers 
who think EV tech is sexy. Who dat? 
People who dig performance. 

Ford’s design team began by working 
on three versions of the Mach-E. The first 
was meant to be powerful and emotional. 
The second pure and minimal. The third 
was slavish to the current Mustang’s 
design language. In the end, Ford picked 
the first proposal then added healthy 
amounts of Mustang couture. The 
result is an aggressive-looking, spacious 
five-passenger electric SUV. Having 
climbed around inside a pretty-far-along 
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Ford hears you like giant screens. 
And large knobs. The Mach-E 
features both. Ford actually 
considered getting rid of the screen 
in front of the driver altogether 

like the Tesla Model 3 but then 
quite wisely decided not to. 

The faux-leather is fully vegan. 
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styling buck, the Mustang Mach-E is just 
barely an SUV. If the batteries weren’t 
hidden inside the floor, the thing would 
look like a hatchback. I think it looks 
pretty much OK, though the more butch, 
more aggressive GT version is where it’s 
at. The Tesla-ish nose has been replaced 
by a Shelby-looking snout. 

Inside, Ford smartly uses a no- 
animals-harmed interior. Scowl and scoff 
all you want, but here in Los Angeles, I’ve 
known more than a few people who’ve 
flat-out refused to buy a car because dead 
cow hides were the only interior option. 
These seat coverings feel like leather but 
aren’t; there’s no cloth option. Think of 
the seats as Beyond Leather or Impos- 
sible Seats, and you get the idea. Feels just 
like the real thing but ain’t. 





Cool tech? Your phone is your key. 
There is a key, but its functionality is 
limited in order to encourage you to use 
your phone. Don’t have a phone? You 
can use the keypad to enter the car and 
a second keypad to start the car. That 
said, are there any Luddites shopping 
for anew electric car who don’t have a 
smartphone? (BTW, for them, the big, 
prominent 15.5-inch screen has a volume 
knob.) Ford used the term “physidigital” 
to describe the interface, but my mind 
automatically tunes out such argot, so 
I missed the rest of it. It looks pretty 
useful, though. 

The Mach-E will initially be available 
in three flavors. One is pure rear-drive 
with a single large traction motor on the 
rear axle. The Mach-E4 will be all-wheel 
drive with a second smaller motor added 
to the front axle. Then there will be the 
Mach-E GT, which will add a twin of 
the rear motor to the front axle for an 
all-wheel-drive Mustang-flavored perfor- 
mance SUV. 

Ford claims the base RWD machine 
will be as quick as the 248-horsepower 
base Porsche Macan. We’ve never tested 
a plain old turbo-four base Macan 
(though we recorded a 0-60 time of 4.6 
seconds for the Macan S), but Porsche 


The huge hatch swallows a lot of cargo, 
and there's a decent-sized frunk, too. The 
Mach-E is about the size of Ford's Edge, 
but it’s more spacious because it’s an EV. 


claims it hits 60 mph in 6.3 seconds. The 
Mach-E GT, Ford says, will accelerate like 
a Porsche 911 GTS—a 450-hp car we’ve 
tested hitting 60 mph in 3.1 seconds. 

The Mach-E GT will come with 459 
horsepower and 612 lb-ft of torque by 
Ford’s current estimate. The Mach-E 
First Edition will have an estimated 332 
hp and 417 lb-ft. Ford is targeting 255 hp 
and 306 lb-ft for the Mach-E base models. 

As for dynamics, Ford is having the 

















The back seat is 
impressively roomy— 
three teenagers fit, 
no problem. 
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Rear- or front/rear-motor, RWD/AWD, 


5-pass, 4-door SUV 


MOTOR(S) 


255-282-hp/306-lb-ft rear; 255-332-hp/ 
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TRANSMISSION(S) 
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CURB WEIGHT 5,000-5,500 Ib (MT est) 
WHEELBASE 1120 in 
Trahan) 186.0 x 74.0 x 63.0 in 
0-60 MPH | 6.1-6.5 sec (MT est) 

EPA CITY/HWY/COMB FUEL ECON| Not yet tested 

ON SALE IN U.S. Late 2020 
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same people who tune Mustangs tune 
the Mach-E. Fingers crossed that they 
threw one of the Shelby guys or gals at it. 
Because magnetic suspension similar to 
what’s on the GT350 and GT500 will be 
an option, we might get my wish. 

Two battery packs will be available. The 


small pack will provide 210 to 230 miles of jue 


range (depending on whether you choose 
RWD or AWD), the big pack 270 to 300 


miles, though they’re a ways offfrom EPA ™© 


certification. The small battery holds 75.7 
kW-hr of juice and weighs approximately 
1,050 pounds; the larger battery is rated at _ 
98.8 kW-hr and weighs 1,275 pounds. Ford 
didn’t say, but you can expect the Mach-E 
to weigh in at more than 5,000 pounds. 

As for charging times, Ford claims the 
batteries will DC-fast-charge to 80 percent 
in 45 minutes. The team was also quick to 
remind us that 80 percent of BEV charging 
happens overnight at home. Want a Level 
2 home charger? Ford is partnering with 
Amazon to hook it up. Buyers will also be 
able to purchase the car digitally. 

Heard enough to open your check- 
book? You can place a $500 deposit on 
one right now, though you won’t be able 
to purchase a Mach-E outright until fall 
2020. Those interested in the Mach-E 
GT (Hi, Mom!) will have to wait until late 
in 2021. Pricing? Base prices range from 
$44,995 for the base model to $61,000 for 
the Mach-E GT, and Ford indicated that 
unlike Tesla and General Motors, Dear- 
born still has lots of those lovely $7,500 
federal tax credits left. 

Should you be upset? If you’re deeply 
conservative in the traditional sense of 
the word, oh my, yes! The Mach-E is no 
more a Mustang than my Chrysler! And 
get off my lawn while youre at it. 

There are millions of Mustang fans out 
there—why not leverage their love of the 
model and make something way cooler 
than a dorky compliance car? Do you 
think the front-engine Porsche Panamera 
looks just like the rear-engine 911 by acci- 
dent? No way, dude. All Porsches must 
answer to the 911] and, at the same time, 
milk that same 91] for any and all credi- 
bility and sex appeal. Looks like the same 
will be true for Ford and the Mustang. I 


call that smart. # 
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| Ford Mustang Shelby GT500 


y gawd,” was the first thing, 
the only thing I could say after 
hot-lapping the 760-hp Shelby 
GT500 on a track. “What a thing!” 
(C’mon, Walton, pull yourself 
together, use proper descriptors.) 
“T mean, a helluva thing, a monster!” 

I was literally a few words shy of speechless, 
it was such a revelation. Like the mid- 
engine Corvette, this American icon pushes 
the limits—and the storied Europeans with all 
their heritage and rare-air technology—to the 
edge of what we once thought possible. I don’t 
write glibly when I say this new Shelby is both 
a sobering and enthusiastic realization. 

The car had such explosive power, 
controlled and exploitable through the bril- 
liantly tuned Tremec twin-clutch seven- 
speed automated manual and Torsen limit- 
ed-slip differential. Think Porsche GT2 RS. 
Yes, I just wrote that. 

The GT500 also provided so much 
mechanical and aero grip that it attacked 
racetrack curb hopping and wide-open 
sweepers with equal poise and confidence. 
Think Jaguar XE SV Project 8. 

The seat belt-straining brakes and finger- 
tip-controllable steering produced nearly 
equal 1.3 g loads in their respective direc- 
tions. Think AMG GT S. 

This isn’t just the best Mustang ever, or 
even just the best Shelby GT ever. It’s one of 
the best sports cars in the world right now, 
ready and willing to go wheel to wheel for lap 
times and pinks. Bring it. 

To be clear, the Shelby I had just driven 
was equipped with the $18,500 Carbon 
Fiber Track package (CFTP)—elevating, not 
inflating, the GT500’s base price to $92,495. 
Although they sound and “go” the same, the 
base trim and the one equipped with the 
CFTP feel like distinct cars. 

The package alters the GT500’s demeanor 
from acriminally loud, fast, fun, well-sorted, 
and highly predictable sports car—with more 





power than it sometimes knows what to do 
with—to a track-focused world*class supercar 
that excels and thrives because of that power. 

That it also provides so much driver feed- 
back in such a neutral and balanced fashion is 
areal rarity. I’ve been fortunate to drive a few 
race cars, and this is as close as a car can get to 
that with a fully outfitted interior and enough 
road manners to live with daily. That’s not an 
exaggeration, nor Is it easy to achieve. 

Without knowing it (perhaps), the engi- 
neers and vehicle dynamics development 
drivers at Ford Performance endowed the 
GT500R (that’s what I’m calling it) with 
the same spirit mission as McLaren “LT” 
and Porsche “RS” badged cars. During the 
GT500R’s development, the team had 
driven Camaros and Hellcats, sure, but 
also McLarens and Porsches. 

It’s not hard to imagine why this new, 
specially equipped Shelby embodies and 
provides that same level of no-compro- 
mise total performance in a limited produc- 
tion series. Based on the production capacity 
of the bespoke carbon-fiber rear wing 
and carbon-fiber wheels (first seen on the 
GT350R), Ford’s current estimate for the 
GT500R for model year 2020 is one-third of 
total GT500 production. These estimates will, 
of course, increase over time; both suppliers 
are ramping up to produce more parts. 

So what makes the “R” so special? It’s 
equipped with new (and adjustable) front 
suspension geometry, unique springs, and 
the latest generation of active/adjustable 
magnetorheological dampers, both tuned 
specifically to take advantage of the 20-inch 
carbon-fiber wheels (11 inches wide up front, 
11.5 inches rear) that replace flow-formed 
aluminum; the new wheels are 35 pounds 
lighter per corner than the aluminum ones. 

Tires go from excellent Michelin Pilot 
Sport 4S to legendary Pilot Sport Cup 2, 
developed specifically for the package. 
New so-called “splitter wickers” meld the 
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FIRST DRIVE 


WORDS CHRIS WALTON . 


THE SHELBY GT500 IS NOT JUST THE BEST 
MUSTANG EVER—IT’S A WORLD-CLASS SUPERCAR 
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Mercedes-AMG GT S. The GT500 is the one 
Koko (-1 0mm /avomual-a-).ancemaale)al-\\relaemolem (eam 
be sorry. Chris Walton 





effectiveness of a front splitter and dive 
planes into one cohesive piece. 

Combined with the rear diffuser and a 
manually adjustable exposed-carbon-fiber 
rear wing, the car’s downforce is up to 550 
pounds at 180 mph. Part of the added light- 
ness comes at the expense of deleting the 


rear seat. Altogether racy, to be sure, but 
also livable, and with less of the telltale 
bare-bones road noise and tramlining one 
would expect from sticky 305mm-wide 
front and 315mm-wide rear tires. 

Early rumors surmised that the GT500 
would be running a forced-induction 
version of the GT350’s aluminum 5.2-liter 
flat-plane-crank V-8, which makes 526 hp. 
The GT500’s block, indeed, has the same 
bore and stroke as the 5,163cc Voodoo, but 
it spins a traditional cross-plane crank. 

Engineers on hand said they didn’t want 
the inherent vibration and didn’t need the 
high revs (8,250 rpm) or high compres- 
sion ratio (12.0:1) of the Voodoo to make 
the Predator V-8’s targeted hp and torque; 
rather, they accomplished it with a 7,500- 
rpm redline and 9.5:1 compression ratio. 

Indeed, intake air is compressed, as Ford 
succinctly puts it, by an “inverted 2.65-liter 
Roots-type supercharger that generates up 
to 12 psi of maximum boost with an air-to- 
liquid intercooler tucked neatly into the 
V-8 engine valley.” Inverted, meaning the 
pulley and heavy aluminum supercharger 
vanes are unconventionally positioned 
below the chilled airbox, thus lowering 
the center of gravity of the approximately 
50-pound blower by a few inches. Inciden- 
tally, the supercharger draws 90 horse- 
power at its peak speed. 

Now let’s get to the bragging rights: hp 
per liter. The GT350’s naturally aspirated 
figure is impressive at 101.9 hp/L, but the 
blown GT500 makes 147.2 ponies with 
each liter. For reference, the 715-hp Aston 
Martin DBS Superleggera 5.2-liter twin- 
turbo V-12’s specific output is 137.4 hp/L. 
Think about that for a moment. 

How does that translate in the real 
world? Ford invited us to the adjacent 
prepped dragstrip to see if its claim ofa 
sub-11-second quarter mile was possible 
in a base GT500 fitted with the Michelin 
PSA4S tires. Ford chose the base car over 
the R because it said the PS4S has nearly 
the same longitudinal grip as the PSC2, 
and the R’s aero drag would produce 
slower trap speeds. 

After a primer on accessing Drag 
mode—using the standard line-lock to 
heat the rear tires—and learning how 
to set the launch rpm, times began 
appearing on the big board. Mid 11-second 








































runs were common. Low 11s began to 
appear, but in our group of 14, none of 
us managed to do the deed. I saw one 





THE GISOOR IS ONE OF THOSE CARS THAT LEAVES FOLKS LIKE ME SPEECHLESS. 
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OMG Cenarcitle 
© Drag Race Countdown 


©) Race Track Countdown 


11.12-second pass. So close! 

My quickest? “ET: 11.287 MPH: 130.19.” 
For comparison, the last 650-hp Camaro 
ZL1 1LE with the 10-speed automatic I 
ran did an 11.5-second quarter mile at 
124.0 mph on an unprepared surface, and 
my quickest time in the 797-horsepower 
Dodge Challenger Hellcat Redeye was 
11.8 seconds at 128.0 mph. 

A couple tricks Drag mode performs 
are to soften the rear dampers for better 
weight transfer to the rear and what the 
Tremec engineer called “over-torque” 
shifting, which is a lot like a no-lift 
shift in a manual transmission. Unlike 
the 80-millisecond shifts in Sport or 
Track modes, which briefly pause the 
throttle/engine inertia before seamlessly 
engaging the next highest gear, over- 
torque maintains wide-open throttle 
and slurs two shifts together to exploit 
the surge of inertia, and you can feel it 
in the small of your back. They’re not 
the quickest shifts, but they do produce 
better ETs at the dragstrip. We can’t 
wait to get a loaner and experiment with 
launch techniques. I bet there’s a10 init. 

Honestly, the only letdown is the 
GT500’s interior. The seats, both the 
base units and the optional Recaros, are 
fabulous and supportive. The faux suede 






SPECS 
GT350 Mustang 


$61,535 





BASE PRICE 

LAYOUT Front-engine, RWD, 
4-pass, 2-door coupe 

ENGINE | 5.2L/526-hp/429-lb-ft 


DOHC 32-valve V-8 


TRANSMISSION 6-speed manual 


2019 Ford Shelby 





(Carbon Fiber Track Pack) 
$73,995 ($92,495) 


Front engine, RWD, 4(2)-pass, 
2-door coupe 


5.2L/760-hp/625-lb-ft supercharged 


DOHC 32-valve V-8 


7-speed twin-clutch automatic 







































































CURB WEIGHT 3,825 Ib (53/47%) 4,200 lb mfr est (4,000 Ib MT est) 
WHEELBASE 1071 in 10711 in 

LXWXH 188.9 x 759 x 54.2 in 189.5 x 76.6 x 54.3 (53.7) in 

0-60 MPH 4.0 sec 3.0 sec (MT est) 

QUARTER MILE | 12.3 sec @ 1170 mph ~ 11.0 sec @ 130.0 mph (MT est) 

EPA FUEL ECON — 14/21/16 mpg 12/18/14 mpg 

ENERGY CONSUMPTION, | 241/160 kW-hr/100 miles | 281-187 kW-hr/100 miles 
CITY/HWY 

CO2 EMISSIONS, COMB | 1.18 Ib/mile 1.37 lb/mile 

ON SALE | Currently Currently 


steering wheel is perfect. The full-color 
LCD dash 1s clear and easy to navigate. 
The rest of it, though, looks, feels, and 
functions just like a $43,000 Mustang 
GT Premium. There are hard plastics on 
the dash, trans tunnel, and shift paddles. 
The new rotary shifter doesn’t look racy 
or feel particularly robust or substantial. 
Slapping some carbon fiber on the dash- 
board isn’t enough. The sense of occasion 
one feels when driving the car or looking 
at it doesn’t carry into the interior. 

I realize this review largely ignores the 
base car. The reason for this is because 
the base car is what I expected of the 
GT500: Come for the power, stay for the 
slides. On the same racetrack, the GT500 
was brilliant in the way it does not have 
enough grip to control the power or the 


lateral forces the R can generate. There’s 
more body motion, so it feels alive and 
feisty and just plain fun. It’s also pleasant 
on the road, quiet enough for conversa- 
tion but with power and noise in reserve. 

The GT500R, on the other hand, was 
completely unexpected. It’s one of those 
cars that comes out of nowhere every few 
years that leaves folks like me speechless 
until I have time to absorb the experience 
and reflect on what it means. 

What it means is that American muscle 
has arrived on the European supercar 
scene, and it means business. I can’t help 
but think of those early Shelby Cobras 
and, later, the Ford GT40s grabbing the 
podium at Le Mans. This isn’t that, but in 
the civilian world, something like that is 
happening right now. & 
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2020 Ford Mustang Shelby GT500 
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COMPARISON TEST | Chevrolet Corvette Z51 vs. Porsche 911 Carrera S 
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ast corner. Hairpin, zero camber. Be farther, a little farther, now maximum at the same time—or else. Like magic, it’s 
patient with the throttle, or it'll just brake. Too far, too late. Not slowing turning! However, new problem, the rear 
push. Start to unwind the wheel, roll — fast enough, briefly fixate on the weeds end is coming around, fast. Countersteer 
hard into the throttle. Let all that youre destined to meet. This isn’t going before the engine passes the driver... 





weight out back digin and putthe power _ toend well. What car is this? 
down hard. Front straight, lap Vmax will No, knock that off. Look where you A year ago, there’d be no doubt. It’s an 
be the instant before you brake. Keep want to go, turn but don’t lift, hope ABS ass-engined Porsche we'd be talking about. 


your foot in it, keep your nerve. A little does its job and lets you brake and steer Then Chevrolet went and did the thing 
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SMALL STEPS AND RADICAL 
RETHINKS PUT CORVETTE AND 
911 ON EQUAL FOOTING 


WORDS SCOTT EVANS 
PHOTOGRAPHS WILLIAM WALKER 
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we've been saying it could and should just to start. One thing that still remains next to each other. Their side profiles 










for 60 some-odd years: It put the engine entirely separate: their prices. are nearly identical; the roofline, front 
behind the driver. The mid-engine Nearly everything about the 2020 fenders, and A-line (the primary char- 
Corvette is real, and I’m driving it. Or Chevrolet Corvette Z51 and 2020 Porsche acter line connecting the front and rear 
am I driving the new 992 Porsche 911? 911 Carrera S is effectively equal—on fenders below the windows) are almost 
They’re the same shade of red and have paper. The Corvette is 3.9 inches longer, carbon copies. 

nearly identical performance. They even 3.2 inches wider, and 2.2 inches lower, but The Corvette is 253 pounds heavier, 


have similar rear weight biases. And that’s you'd barely notice with the two parked Owing in part to its top-trim 3LT 
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see two of them because the steering wheel is in the way. 


interior, and it carries 61 percent of its 
weight on the rear wheels to the 911’s 64 
percent. The Corvette’s 6.2-liter V-8’s 52 
extra horsepower offset its extra weight 
for a superior weight to power ratio of 7.3 
pounds per hp to the 911’s 7.6. 

The 911’s turbocharged flat-six is down 
80 lb-ft of torque against the ’Vette, too, 
but you wouldn’t know it from the stop- 
watch. Be it 495 American ponies and 470 
lb-ft from eight free-breathing cylinders 
fed to a Tremec eight-speed dual-clutch 
auto or 443 German thoroughbreds and 
390 lb-ft from six pressurized pistons 
behind a Porsche eight-speed dual-clutch, 
youre getting to 60 mph from a dead stop 
in less than 3.0 seconds. 

With the Porsche, it takes only 2.9 
seconds, but the Corvette needs just 2.8, 
making it the quickest factory Corvette to 
60 mph in history. The advantage carries 
through the quarter, the Corvette trapping 
in 11.1 seconds at 123.2 mph and the 911 in 
11.2 seconds at 124.3. And these are essen- 
tially the base versions of each car. 

Oddly, the Porsche looks and feels 
quicker. Something about the midrange 
oomph provided by the turbochargers 
gives the 911 a feeling of supercar urgency, 
from astop or aroll, that the ultra-smooth 
Corvette lacks. The ’Vette’s big V-8’s power 
delivery is so smooth and so consistent 
everywhere in the rev range that it never 


= 
a 











feels like you’ve just hit hyperdrive. The 
cabin is so isolated that you never feel like 
youre going as fast as you are. It just goes. 

Provided it has grip, of course. We found 
the Corvette much more sensitive to the 
road surface than the 911 despite equally 
good launch control systems, which can 
cost precious tenths when your pride is 
on the line. If you do lose by a nose, just 
remind everyone you have “burnout 
mode” by grabbing both paddles, giving 
it the beans, and releasing the paddles 
to dump the clutch for a smoke show. 
Porsche people have to buy a GTS at half 
again the cost to get that. 

It isn’t just the rear end of the Corvette 
that is sensitive to grip. Even with slightly 
stickier Michelin Pilot Sport 4S rubber 
to the 911’s non-Corsa Pirelli P Zeros, the 
Corvette manages 1.04 average lateral g on 
our skidpad to the 911’s 1.09. 

The Corvette’s default limit-handling 
behavior is big, fat midcorner understeer, 
and it shows in the figure-eight laps. The 
Carrera laid down a truly blistering 22.7- 
second lap at 0.94 average cumulative 
g to the Corvette’s significantly slower 
23.3-second lap at only 0.90 g. That’s just 
barely quicker than the previous gener- 
ation’s Z51, which figure-eight master 
Kim Reynolds always found to be an 
unpredictable mess in this test despite the 
numbers it put up. He finds this new car 


communicative, responsive, and easy to 
drive (despite said understeer). 

So how did that big midcorner push get 
past the Corvette engineers? We don’t 
think it did. We think it’s intentional, 
especially with the suspension in Street 
alignment. The vast majority of Corvettes 
sold are base models, and the vast majority 
of customers will never have driven a 
mid-engine car before, much less one this 
quick. Understeer is safe, in that it makes it 
very difficult for the car to oversteer—and 
when this car does oversteer, it’s a very fine 
line between a sweet little drift and going 
backward off the road. Drivers who prefer 
exploring varying degrees of the safety 
net can choose from ESC Competitive 
mode when the car is in Sport mode (it’s 
plenty lenient) or one of five Performance 
Traction Management modes with 
decreasing levels of computer assistance 
and intervention. 

The figure eight is not the real world, 
though. It’s not even a racetrack. For that, 
Chevy recommends a different Track 
alignment, which changes camber, caster, 
toe, and tire pressure settings. We were 
short on notice and driving an early-build 
Corvette (VIN No. 10) restricted in its 
comings and goings per Chevy PR minders. 
We couldn’t get a proper racetrack, either, 
SO We Improvised and marked out a closed 
loop of road roughly 3.5 miles long. 

Test wizard and serious hot shoe Chris 
Walton and I would do a few timed laps 
each to see if one car was consistently 
faster with different semi-pro drivers 
aboard, and one was. In Walton’s hands, 
the 911 was 1.1 seconds faster per lap. In 
mine, 0.6 second faster. 

We found the same advantages in the 
Porsche: more midcorner grip allowing us 
to carry higher cornering speeds and get on 
the throttle earlier when exiting a corner, 
as well as more steering feel and better 
brake feel at the limit. 

The Corvette’s brake-by-wire pedal was 
a particular point of contention among the 
editors who had a go in both cars. Some 
had no issue with it. Others noted it would 
get into ABS before the pedal reached the 
end of its travel but disagreed about the 
difficultly in modulating braking once 
ABS was reached. Walton and I, crazy 
late brakers that we are, felt we didn’t get 
enough feedback from the pedal and had 
to learn to anticipate when ABS would kick 
in while also trying to slow for corners and 
get the best lap time. 

The resistance in the pedal didn’t feel 
proportional to the braking force, making 
it feel as if the brakes were fading. Bumpy 
braking zones only made matters worse 
in the Corvette, as the front wheels fought 


with the pavement and ABS. At minimum, 
it was distracting, and at worst it hurt 
some of our confidence in the car—despite 
knowing it needs only 1 foot longer to stop 
from 60 mph than the Porsche. 

The 911] put it in starker relief. Step on 
the Porsche’s brake pedal, and it doesn’t 
feel as if youre pushing hydraulic fluid 
around so much as pushing the brake pads 
directly into the discs with the ball of your 
foot. You always know exactly how much 
stopping power you have left by just the 
feel of the pedal. It’s an astonishing feat of 
engineering. And the 911 can do it all day, 
all the way to threshold. 

Similarly, the 911’s steering offered 
more feedback midcorner; you knew 
exactly how much front-end grip you had. 
Not to diminish the Corvette’s steering, 
which was as accurate and precise as the 
911’s. Indeed, the Corvette’s more damped 
steering was a virtue on faster sections of 
our makeshift track. 

At triple-digit speeds, the Corvette 
feels planted, but all the extra kickback 
in the 911’s steering makes it feel nervous 
and light up front the faster you go. 
Nervous or not, the 911 saw up to 8 mph 
higher maximum speed on our “track.” 
You can put it down to greater cornering 
speeds and the ability to roll hard into 
the throttle just after the apex—having 
the rear end rotate you slightly in the exit 
direction as it digs in and whips you off 
the corner harder than the Corvette could. 

Add together those 91] advantages, 
though, and you get a car that never 
asks you to think about anything but 
your own driving. Giving you exactly the 
feedback you need from your inputs and 
predictable behavior at every turn, the 
911 lets you focus on being a better driver, 
not driving the car better. It may bea 
semantic difference, but bear with me. 
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NEARLY EVERYTHING 
ABOUT THE CORVETTE 
AND 9711S EFFECTIVELY 
EQUAL—ON PAPER. 


The Corvette is nearly this good (and 
better than any Corvette before it), 
but having to navigate the limits of the 
Chevy’s ABS and understeer right at the 
critical moments makes you focus on 
the car as well as your driving—and thus 
costs you the precious tenths you lose to 
the 911. With a time delta this small, the 
911 spends less than 1 percent of the lap 
ahead of the Corvette, and that’s where 
you'll find it. The Corvette makes you feel 
like youre in a supercar; the 911 makes 
you feel like you're part of a supercar. 

Where you won’t find time is in the 
Corvette’s hot new transmission. Many 
sports car makers have tried to match 
Porsche’s class-defining PDK dual-clutch 
gearbox. Precious few have come close. 
But the Corvette does—on the first try. 
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During our figure-eight testing, 
Reynolds, who almost always shifts 
manually in this drill, found the ’Vette’s 
dual-clutch good enough to not bother. 
Walton and I thought the same on our 
pseudo track—though he said he had an 
instance or two where he might’ve gone 
down one more gear than the computer 
did. If you prefer to pull the paddles, 
you'll find the Corvette responsive and 
happy to let you pull a downshift that 
drops you just under redline. It'll let you 
sit there, too, and stall at the fuel cutoff 
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rather than shift for you. The shifts do get 
noticeably stiffer (Some might say harsher) 
in manual mode, which we imagine is 
meant to make the car feel sportier to 
people who don’t know any better. 

You won't find time in the dampers, 
either. The Corvette’s fourth-genera- 
tion magnetic dampers are the stuff of 
magic, keeping the car just as planted and 
confident in the corners as the 911 while 
providing huge advantages in ride quality. 
You know, how most people drive. 

In its default Tour driving mode, the 
Corvette rides like a luxury sport sedan 
while still handling like a mid-engine 
sports car. In Sport mode, youre roughly 
where the 911’s default ride quality resides, 
with more vertical motion and louder 
impacts passed into the cabin. Go to Track 
mode, and it’s pretty stiff, but even then 
it’s never harsh. Even the worst craters 
in the road are heard in the massive tires 
more than they’re felt in your spine. The 
Porsche may be a little quicker around a 
track, but there’s no question which car 
you'd rather drive home. 

The Corvette allows far less engine and 
road noise into the cabin than the 911. 
There’s more noise from those big tires, 
especially the front ones right next to your 
feet, but you can have a whispered conver- 
sation at 80 mph in the Corvette. You'll 
have to speak up a little in the Porsche. 

It’s just one of the ways in which the 
Corvette’s cabin is nicer than the 911’s,a 
sentence we feared we'd never get to write. 
The Corvette’s notoriously cheap mate- 
rials, gaping panel gaps, and persistent 
smell of glue have all been banished. 





THE CORVETTE MAI 
YOU FEEL LIKE YOUR 
INA SUPERCAR. THE 
MAKES YOU FEEL LIKE 
YOU'RE PART OF ON 


The previous Corvette generation 
showed us Chevrolet could afford to give 
the car both performance and a nice inte- 
rior, but the C8 has skipped straight past 
nice and into proper supercar territory. 
The leather is the best we’ve seen and felt 
in a Corvette by a wide margin, there’s no 
cheap-looking hard plastic anywhere, and 
the seats (midgrade GTQs, in this case) 
strike a balance between comfort and 
lateral support that even some supercar 
builders don’t get right. 

Granted, our Corvette was a top-shelf 
3LT trim level with the best interior you 
can yet buy for the car, but you can do that 
when the as-tested price is a Silverado 
less than the 911—which had zero interior 
dress-up options, at that. Sure, Porsche 
will wrap the air vent blades in leather if 
you put enough zeros on the check, but 
out of the box, it’s a stark field of dark grays 
and blacks all finished in varying grades of 
plastic and piano black. Our Carrera didn’t 
even have power seats. 

We also found the Corvette’s controls 
more intuitively laid out, though we did 





appreciate the Porsche’s programmable 
hot keys on the dash and steering wheel. 
The Corvette’s infotainment system is less 
cluttered and layered, and it’s easier to 
operate while the car is in motion. 

The Corvette’s highly customizable 
digital dash and the bits of theater 
provided by the transitions between 
screens won many points over the 911’s 
pair of screens—which flank the analog 
tachometer and are absurdly obscured by 
the steering wheel. The Corvette’s squircle 
steering wheel might take a little getting 
used to, but it affords a clear view of all the 
information on the instrument cluster. 

On more practical, everyday matters, the 
cars are more evenly split. The Corvette’s 
geo-tagged nose lift feature is a must- 
have and works perfectly to save the chin 
spoiler. On the other hand, the ’Vette has 
massive blind spots when you look over 
either shoulder, and the rear window is 
small. Some of this is mitigated by the best 
implementation yet of a video rearview 
mirror, if you don’t find it too distracting. 
But in any direction but forward, the 911 is 
simply easier to see out of. 

The Porsche is also better when you 
need to put things in it. It may not sound 
like a lot of extra space, but the way the 
Porsche’s 0.7-cubic-foot advantage is 
shaped means a medium-sized spinner 
suitcase can fit in the frunk; the Corvette 
can barely fit a carry-on up front. With its 








vestigial rear seats folded down, the 911 
can also hold more in its rear, but you 
have to get it past the front seats first, 
which have to be folded. 

The Corvette’s trunk is much easier 
to access but can only hold a pair of 
carry-on bags. The Corvette team does 
win back some points for hiding a frunk 
release button under the driver-side 
headlight and eliminating the extra latch 
under the hood. 

In judging these cars, we kept coming 
back to priority. If youre after the 
ultimate driving experience, the Porsche 
is worth those extra as-tested $34,335. 
If those extra tenths on a racetrack 
matter most, the Porsche is also worth 
the money. But even if this is the lens 
you judge sports cars through, Porsche 
should still be looking over its shoulder. 

It’s always been easy to write off the 
Corvette as producing big numbers with 
all the grace of a12-pound sledge. No 
more. If youre willing to give up a little 
bit of steering feel and work around the 
brake pedal, you'll find far more car to 
love in the Corvette. Performance per 
dollar used to be an excuse to brush 
away the Corvette’s shortcomings. Now 
it’s avirtue. Exotic and attainable, it 
finally punches above its weight class in 
every category, not just one. When it’s 
this damn good, money matters. The 
Corvette isn’t “good enough” for the 
price. It’s unbeatable. H 


First Place: Chevrolet Corvette Z51 
No excuses, no compromises. The 
long-awaited mid-engine Corvette isn’t 
perfect, but it’s damn sure close enough. 


Second Place: Porsche 911 Carrera S 
The winningest model in Best Driver’s 
Car history keeps its crown as the better 
sports car, but just barely. As a complete 
package, it’s found wanting. 





POWERTRAIN/CHASSIS 


DRIVETRAIN LAYOUT 
ENGINE TYPE 


VALVETRAIN 
DISPLACEMENT 
COMPRESSION RATIO 
POWER (SAE NET) 
TORQUE (SAE NET) 
REDLINE 

WEIGHT TO POWER 
TRANSMISSION 























AXLE/FINAL DRIVE RATIO 


SUSPENSION, FRONT; REAR 


yA OVL0M @4 a\-\¥/ ce) (1 OCo) aY(-1aK-) 
(3LT Z51) 
~ Mid-engine, RWD 
90-deg V-8, alum block/heads 
| OHV, 2 valves/cyl | 
$76.0 cu in/6,162cc 


eos | 
495 ho @ 6,450 rom 











yL0¥L0N Yo) a-501 a\- a 
Carrera S 





Rear-engine, RWD 


Twin-turbo flat-6, alum block/ 
heads 


DOHC, 4 valves/cyl 





| 181.9 cu in/2,981cc 


—10.2:1 











443 hp @ 6,500 rom 























470 lb-ft @ 5,150 rom 
6,400 rom 

_73 Ib/hp 

| 8-speed twin-clutch auto 


390 lb-ft @ 2,500 rom 
7,400 rom 








| 7.6 lb/he 


8-speed twin-clutch auto 

















cao ge ie hd 


Control arms, coil springs, adj 
shocks, anti-roll bar; multilink, coil 
springs, adj shocks, anti-roll bar 


3.39:1/2.07:1 


Struts, coil springs, adj shocks, 
anti-roll bar; multilink, coil 
springs, adj shocks, anti-roll bar 
















































































STEERING RATIO 15.7: 12.3-14.1:1 

TURNS LOCK TO LOCK 25 24 

BRAKES, F; R 15.3-in vented disc; 13.8-in 15.8-in vented, drilled disc; 

_ | vented disc, ABS 7 | 13.8-in vented, drilled disc, ABS 

WHEELS, F; R 8.5 x 19-in; 11.0 x 20-in, cast 8.5 x 20-in; 11.5 x 21-in, forged 
__aluminum _ aluminum 

TIRES, F; R 245/35R19 89Y; 305/30R20 99Y 245/35R20 ITY; 305/30R21 100Y 

Michelin Pilot Sport 4S Pirelli P Zero NAT 

DIMENSIONS 

WHEELBASE 107.2 in 96.5 in 

TRACK, F/R 64.9/62.4 in 62.5/61.2 in 

LENGTH X WIDTH XHEIGHT = 182.3 x 76.1 x 48.6 in 178.4 x 729 x 50.8 in 

TURNING CIRCLE 36.4 ft 35.8 ft 

CURB WEIGHT 3,622 Ib 3,369 Ib 

WEIGHT DIST, F/R 39/61% 36/64% 

SEATING CAPACITY 72 14 — 7 

HEADROOM, F/R 379/- in 379/32.5 in 

LEGROOM, F/R 42.8/- in 42.2/27.2 in 

SHOULDER ROOM, F/R 54.4/- in 52.6/479 in 

















CARGO VOLUME 4.0 (frunk)/8.6 (trunk) cu ft 4.7 (frunk)/9.3 (rear parcel) cu ft 
TEST DATA 

ACCELERATION TO MPH 

0-30 1.0 sec 1.1 sec 

0-40 15 17 

0-50 2.1 2.2 

0-60 2.8 29 

0-70 37 | 3.8 

0-80 4.6 4.8 

0-90 5.8 59 

0-100 71 [72 - 
0-100-0 10.8 109 

PASSING, 45-65 MPH 14 1.4 

QUARTER MILE 111 sec @ 123.2 mph 11.2 sec @ 124.3 mph 
BRAKING, 60-0 MPH 97 ft 96 ft 

LATERAL ACCELERATION 1.04 g (avg) 1.09 g (avg) 

MT FIGURE EIGHT 23.3 sec @ 0.90 g (avg) 22.7 sec @ 0.94 g (avg) 
TOP-GEAR REVS @60MPH ~—_ 1,300 rom 1,400 rom 
DS 

BASE PRICE — $76,945 $114,650 

PRICE AS TESTED $88,305 $122,640 
STABILITY/TRACTION CONTROL Yes/Yes -Yes/Yes 


AIRBAGS 


) BASIC WARRANTY 








4: Dual front, front side/head 


3 years/36,000 miles 











POWERTRAIN WARRANTY 5 years/60,000 miles 


ROADSIDE ASSISTANCE 


FUEL CAPACITY 
EPA CITY/HWY/COMB ECON 
ENERGY CONS, CITY/HWY 


- C02 EMISSIONS, COMB 


RECOMMENDED FUEL 


[5 years/60,000 miles 
18.5 gal 
16/27/20 mpg (MT est) 
211/125 kW-hr/100 miles (MT est) 
0.99 |Ib/mile (MT est) 
Unleaded premium 


8: Dual front, front side, 
f/r curtain, front knee 


4 years/50,000 miles 














4 years/50,000 miles 

4 years/50,000 miles 
169 gal 

18/24/20 mpg 

187/140 kW-hr/100 miles 
0.96 Ib/mile 

Unleaded premium 















PROTOTYPE DRIVE | Hyundai Veloster N RM19 


he close of a decade allows for reflec- 
tion. As I look back at the last 40 
years of Hyundai's existence, there 
is asteady climb from bargain- 
basement econoboxes built under 
license, to mainstream legitimacy, 
to its homegrown luxury brand, Genesis, 
winning our 2019 Car of the Year. This 
trend of consistent learning and improve- 
ment impresses the hell outta me, and has 
me encouraged for the company’s future. 
This anticipation was heightened by the 
offer of an American-exclusive drive of a 
supercar concept around the Nurburg- 
ring. The anticipation was enhanced by 
the involvement of one Albert Biermann, 
famously poached from leading BMW’s 
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PROTOTYPE DRIVE: 


HYUNDAI — 
VELOSTER 











M division in an aggressive move by 
Hyundai to become world-class in the 
go-fast category. 

When a project like this gets the green 
light, it’s go like a fire hose. As we were 
escorted through the Hyundai motor- 
sports facilities outside Frankfurt, I could 
see that clearly—indicated by rows of 
perfectly clean workshop stalls, a few 
half-built racers, and some customer cars, 
all of which Stefan Henrich of Hyundai 
Motorsport PR proudly said were 
mostly built right there. “You know what 
‘Hyundai’ means when translated into 
English?” he asked. “Modern.” Well, these 
premises certainly exuded that. 

Hyundai has become a major force on 
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the international World Rally Champi- 
onship scene, winning regularly, twice 
coming a close second for the title, and 
still vying for its first championship. The 
videos are thrilling, with Hyundai 120 
rally cars sailing through the air for half 
a football field. The suspensions soak up 
impacts like a Baja Trophy Truck. 

On the pavement circuit side, Hyundai 
scored a championship with the 130 N for 
driver Gabriele Tarquini, a name I was 



















shocked to hear. That Tarquini, who has 
raced touring cars since back in the 90s. 
After the orientation video and walking 
tour, Hyundai minder Derek Joyce—the 
epitome of the California sandy-haired 
surfer, with a proclivity to call everyone 
“dude”—drove me to a striking glass-and- 
chrome edifice, just across the street from 
the Ring. Hyundai has created a Euro- 
pean Test Center here, right in the heart 
of global automotive high performance. 
But I keep glancing over my shoulder at 
that legendary swath of asphalt. What 
shall we thrash over its 12.9 miles today? 
As we approach the beautifully detailed 
and classy modernist structure, we notice 
a film crew out front, along with what 
appears to be a Veloster, sporting the 
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HYUNDAI HATCHES 


A HONKIN’ HOT HATCHBACK 
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COULD SOMETHING LIKE THIS MAKE 
PRODUCTION? WITH A WINK, ALBERT 
BIERMANN DOESN'T RULE IT OUT. 


unique blue of Hyundai’s N cars. But the 
closer we get, the meaner the car looks— 
like seeing fangs and claws sprouting on 
your neighbor’s dog. I expected some- 
thing more like a Lamborghini in profile; 
could this be our promised supercar? 
Have I been bait-and-switched? 

A massive diffuser juts out of the rear, 
mirroring the shadowing wing above. 
Flares auger out from the sides, blending 
into a similarly sprawling splitter round 
the front. Huge tires fill the wheelwells, 
but wait ... what the heck? Aren’t the rears 
wider? By a lot? And are those intakes 
in the rear window areas? Could it be? 
Peering into the back seat, I wonder, 
“What hath Albert Biermann wrought?” 

Why, there’s an engine back there. 

Holy R5 Turbo! They’ve transplanted 
the drivetrain 4 feet aft. Questions fill my 
head. What transmission? What suspen- 
sion? What power? Most of all ... why? 

Although Hyundai VIPs and execs 
from all over are present, there are only 
two journalists: myself and a chap from 
the U.K. Biermann is beaming like a 
proud papa with a newborn baby, which 
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is pretty much what he is right now. This 
is the RM19, and, yes, there were RMs 
numbered 1 through 18, but this is the 
first I’ve seen. And there will be more... 

We ferry over to a makeshift pit lane, 
where the Nordschleife cuts off from the 
modern Grand Prix circuit and dives into 
its sinuous beginning. This Frankenstein- 
swapped Veloster is looking very racy, and 
I’m going to get to do some laps. There 
are also a couple very streety looking 
mid-engine, rear-drive competitors lined 
up for us: a Porsche 718 Cayman GTS and 
a Renault Alpine A110. 

I’m in the Cayman first, working hard 
to revive memories of the track’s 73 turns. 
The Porsche is the joy we know it to 
be: impressive power from the coarse- 
sounding turbo-four, absorbing the rough 
surface with a trustworthy balance and 
precise responses, PDK in Sport Plus, 
always in the proper gear. 

Next is the Alpine, light and quick and 
very lightly damped. It has surprising 
brake dive and a scary tendency toward 
snap oversteer when entering a turn 











aggressively. It’s a bit of a wild pony, threat- 
ening to justify that Green Hell nickname. 

On to the star of this show, the Veloster 
N of Angry Purpose, accompanied by 
a brave young engineer who says he’s 
honored to meet me. Hope he feels that 
way when—if—we get back. No rules, just 
go for it and see what you think. The track 
is all ours, no tourist traffic, a rare plea- 
sure, and there’s beautiful, sunny weather 
all the way around, just as rare. 

As we leave the pits, the car demands 
a lot of clutch slip. The engine is lazy at 
low revs, quite unlike the street N car. 

The ratio in first is quite tall, and there’s 
loud gear whine. It has a racing sequential 
transmission, with paddle shifters needing 
no further declutching. 

The car is so wide that I worry I'll clip 
those fat fenders off each side as I slip 
through the narrow opening onto the 
Mother of All Circuits, feeling very much 
like I’m leaving the grid for a competition. 
After considerable wait for the boost, 
the Veloster takes off hungrily, and I’m 
paddling gears: bang, bang, bang. 

Going for the brakes into the first of 
many corners, the pedal is too long and 
there’s not enough bite. But, oh, the 
steering. The low polar moment of the 
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mid-mounted drivetrain mass allows 

the car to change direction with so little 
resistance. It’s avery satisfying driving 
experience, like taking off your boots and 
running barefoot in the grass. Liberating. 
And I’m only in the first turn. 

Back on the throttle, and there’s 
another long wait for thrust; turbo lag is 
significant. By the time it’s finally wound 
up, it’s nearly time to shift. Loud and 
raucous, it’s a fast and furious feeling. 
Decreasing-radius corners that are tricky 
in the Alpine are not so in the RM19. 

This chassis is really well tied down. No 
twitchiness, but I feel like we’re cheating 
here. The Hyundai has a lot of race prep, 
though it’s not harsh. 

I’m politely warned that only two of 
these specials exist, but after just a few 
twisty German-strudel esses, I’m not 
concerned. This is a very well-behaved 
chassis. No dicey reactions, just straight 
and true corner entries. 

Although many mid-engine setups 
rotate too quickly, this one tames its 
low polar moment, sending no warning 
signals, unlike the hyperactive Renault. 
The Porsche is also a sweetheart, but 
with a much more comfort-oriented, 
streetable setup. Hyundai has the shock 





damping really dialed in, preventing any 
roll oversteer and putting power to the 
ground very well, even on its pure street 
Pirelli P Zeros. The g’s generated on 
non-track tires are impressive, especially 
at high speeds, which there are a lot of. 
The mega-aero rivals that of GT3 racers 
as it hugs the track at 100-plus mph. 

My engineer passenger Is giving two 
thumbs up. I’m really into it, though I 
feel a little soft-pedal brake fade entering 
the Carousel. I love the chassis, but the 
brakes could use more bite and less heat. 
Hyundai can still learn from Porsche. 

The engine is rated for about 380 
horses, but the lag is disconcerting. Still, 
the turbo and wastegate squeaks and 
whistles are music to my left ear from 
that intake in the rear window. Hyundai 
hints that a hybrid variant could be in the 
wings, but what I’m driving right now is a 
very hyperactive turbo-four. 

We flirt with 260 kph on the long 
straight, and I’m doing the math in my 
head. Lessee, 0.62 times 260... can’t right 
now... but I know 100 is 62, so 200 is 
124, so 60 more klicks would be another 
40 or so... equals 160 plus... boy, this ts 
along straight. And then... “Just keep it 
flat around that kink,” my engineer says. 
Really? OK! 

After our romp around the ’Ring, we 
take the RM19 on some winding little 
farm roads. Again, the Hyundaiisa 
delight, exhibiting a firm, sporty ride 
without punishing the passengers. And 
it’s so controllable that stability nannies 
aren’t even necessary. If I flip the paddles 
and keep the turbo on the boil, the lag 
isn’t a bother. We venture to an ideal 
no-limit autobahn spur to nowhere, and 
I pin the gas and achieve my personal 
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public highway record of 280 kph (73 
mph)—this in spite of high-drag wings, 
flares, and splitter. The power is there, 
it’s just lazy in its response. 

After the drive, I ask Herr Biermann 
the purpose of this exercise, besides the 
fun of creating a crazy-cool sleeper hot 
rod. It’s a rolling laboratory, he says. If 
that’s the case, then I sincerely hope the 
mid-engine balance Hyundai has created 
here finds its way into a production car. 
It could easily handle far more power in 
this configuration—and there’s a twin- 
turbo V-6 in the company lineup. 

Could something like this make 
production? With a wink, Biermann 
doesn’t rule it out. Hyundai has decided 
its products need to be more fun. To be 
clear, the RM cars are studies. Likely a 
380-hp Veloster won't be in dealerships 
anytime soon. But peel away the sheet- 
metal, and what lies underneath could be 
the basis for something ferocious. 

How amazing that would be for us 
enthusiasts, though Biermann does 
say the form of propulsion hasn’t been 
decided. It’s a changing energy world, 
and Hyundai seems to be looking at the 
options. Expect a lot more as the relent- 
less march toward the better rolls on. 
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ntry-level vehicles are tough to 
create. With low, low sticker prices 
to contend with, automakers can’t 
amortize big R&D budgets or include 
reams of rich materials. But at the 
same time, they can’t skimp on design; 
consumers are too smart and demanding 
today. Nor can carmakers cut corners on 
safety and convenience features; buyers 
expect Top Safety Pick+ ratings, Apple 
CarPlay, and cruise control. 

Into this fray enters the 2020 Hyundai 
Venue subcompact crossover, which 
slides below the similarly tidy Kona in 
Hyundai’s SUV lineup. The Venue shares 
the K2 platform with the Kona and the 
Accent, which dropped its hatchback 
version to clear a path for the Venue. 

So if Hyundai already has the Kona 
crossover in many flavors, including an 
electric model, and still offers the Accent 
as a sedan, why bother adding the Venue 
to the lineup? 

The Korean automaker sees opportu- 
nity to woo first-time buyers with several 
levels of affordability. Hook ‘em early; 
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keep ‘em for life has been Car Marketing 
101 since Alfred Sloan sported brogues. 

According to Hyundai executives, of the 
40 million used car buyers in the U.S. last 
year, one in three also shopped new cars 
but couldn’t find anything affordable. The 
Venue was designed to fill that gap. 

Although the automaker is not releasing 
pricing yet, a starting price below $20,000 
is amust. It will compete with the $19,530 
Nissan Kicks, $21,580 Ford EcoSport, the 
2019 Mazda CX-3 starting at $21,385, and 
the Venue’s Korean cousin, the Kia Soul, 
which starts at $18,485. 

We drove the new Venue in Queensland, 
Australia. Why the long trek to drive an 
econobox? Production for the Austra- 
lian market started four months before 
the South Korea assembly plant began 
churning out models homologated for 








stabilizer are the same, but the shock 


the U.S., Canada, and Mexico. Amore 
basic version of the Venue went on sale 
in India in May and has quickly become 
that country’s top-selling SUV. 

(A quick aside: We're calling it an 
SUV because Hyundai calls it an SUV 
and because the general population has 
yet to adopt the term “crossover.” But 
snow-clime residents should know the 
Venue is front-drive only, with no plans 
to add AWD, and carries only 6.7 inches 
of ground clearance.) 

It used to be that B-segment vehicles 
were considered too small for the U.S., 
but small crossovers are gaining popu- 
larity in North America, and the segment 
has grown to 735,000 units globally. 

The Venues we drove in Oz were right- 
hand drive, but they’re comparable to the 
models North America will get with the 
same 1.6-liter four-cylinder engine and 
CVT. No manuals were available to drive, 
but the base engine will be offered with a 
six-speed stick shift in North America. 

Suspension-wise, the springs and 
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HYUNDAI RETURNS TO ITS CHEAP AND CHEERFUL ROOTS 
TO CATCH THE EYE OF THE FIRST-TIME NEW CAR BUYER 


WORDS ALISA PRIDDLE 
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absorbers are different for the U.S. 
Whereas the Australian cars rode on 
summer tires, North American models 
will have standard 15-inch and optional 
17-inch wheels shod in all-season tires. 

Designer Jae Bong Jang, head of 
Hyundar’s exterior design group, said his 
goal was not to create something cute 
and toylike. Instead, his aim was small 
and confident with a different look and 
personality than the sporty Kona or the 
boxy Soul. The Venue is more playful 
with its own take on Hyundat’s cascading 
grille. (The higher trims are chromed.) 

The Venue, especially with a 
contrasting roof, is an attractive, cheerful 
vehicle. It sports a strong front with 
an upright windshield and distinctive 
headlights, but it has a more raked back 
end. It offers thoughtful packaging with a 
lot of amenities and safety features for an 
entry-level vehicle. 

Executives are not concerned about 
the Venue stealing Accent sales so long 
as customers stay in the Hyundai family. 
Nor are they worried about too much 
cross-shopping against the Kona given 
the two vehicles’ distinct looks. “Once the 
profile of a vehicle changes, the customer 
changes,” Saikiran Nuli, the Venue’s 
product planning manager, said. 

Hyundai expects to offer the most 
customization in the segment. Globally, it 
will offer the Venue in 23 exterior colors 
and three interior color schemes (plus 
a handful of special looks) for 80 total 
combinations. Canada will get all 80, but 
the US. will Gnitially) limit its palette to 
seven exterior colors and two interior 
choices: black or gray. 

But if you order the Denim package 
with the SEL trim, you get a two-tone 
Venue with a blue body and a white roof. 
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2020 Hyundai Venue 


$18,000-$24,000 (est) 


Front-engine, FWD, 
S60 Ss, “sclecer SU 


1.6L/121-hpo/ 
113-lb-ft DOHC 
16-valve |-4 





BASE PRICE 
VEHICLE LAYOUT 


ENGINE 


TRANSMISSION 6-soeed manual, 


cont variable auto 











CURB WEIGHT 2,550-2,750 Ib (mfr) 
WHEELBASE 99.2 in 

LENGTH X WIDTH 159.0 x 69.7 x 61.6 in 
X HEIGHT 

0-60 MPH 9.0-9.2 sec (MT est) 
EPA CITY/HWY/ 27-30/34-35/ 
COMB FUEL ECON 30-32 mpg 

ENERGY CONS, 112-125/96-99 
CITY/HWY kW-hr/100 miles 


CO2 EMISSIONS, COMB } 
ON SALE IN U.S. December 2019 


THE GOAL WAS NOT TO 
CREATE SOMETHING 
CUTE. THE AIM WAS 
SMALL AND CONFIDENT. 


Inside, the blue plastic looks fresh, and 
blue leather covers the steering wheel 
and gearshift and trims the blue cloth 
seats. Even the doors are two-tone, and 
there are other nice touches, such as the 
white bottom of the storage tray that 
resides above the glove box. We predict 
customers will ask for the two-tone treat- 
ment with additional colors—something 
Hyundai is open to considering. 

Under the hood is the same 1.6-liter 
four-cylinder engine that’s in the Soul. 
The engine generates 121 hp and 113 lb-ft 
of torque. (The Soul adds a turbo, which 
boosts it to 201 hp and 195 lb-ft.) 

















It might not sound like much grunt, but 
the little engine didn’t disappoint over a 
full day of driving on assorted surfaces 
and up some hills; it even carved around 
some curvy roads. Fuel economy is esti- 
mated at 32 mpg combined. 

Road noise was minimal. It gets a bit 
loud on the highway but isn’t unpleasant, 
especially for a car of this price. Whereas 
many subcompacts opt for rear drum 
brakes, Hyundai went for rear discs, and 
braking is smooth. 

Being an entry-level car, suspension 
is MacPherson struts up front witha 
torsion beam rear axle. We drove over 
rough pavement and many miles of gravel 
roads and found the suspension well up 
to the task. Some markets get Snow, Mud, 
and Sand modes, but the U.S. will only 
get Snow mode, which allows increased 
wheelspin for enhanced traction. 

Inside, the 8.0-inch touchscreen is 
nicely integrated into the dash. Knobs 
adjust the volume, radio tuning, and 
HVAC controls, and a storage bin sits 
below the USB and 12-volt power outlets. 
The Venue is Apple CarPlay and Android 
Auto compatible; navigation is an option, 
as 1s XM radio. Other options include 
push-button start, remote start, and 
heated front seats and side mirrors. 

Although it’s slightly smaller than the 
Kona, the Venue’s upright shape gives it 
18.7 cubic feet of cargo space. To make 
the cargo area even more functional, the 
cover can be removed and stored flush 
with the back of the hatch area. 

A rearview camera, forward collision 
avoidance assist, lane keep assist, and 
driver attention warning are all standard; 
blind-spot detection and rear cross-traffic 
collision warning are options. 

With sprightly looks and smart pack- 
aging, the Venue should be a strong value 
and a worthy first new car purchase. 





Exercise Your Liberty 


Comfort and class go hand in hand in the Liberty Walking Stick. 


Yours for ONLY $59 





Featuring a genuine 
Liberty halt-dollar 


— 4 he right to free speech, freedom of religion, freedom of the 
y press, and freedom of assembly are what make the USA the land 
of liberty. These constitutional rights are embodied in the Walking 
Liberty half-dollar, the famous coin showing Lady Liberty striding 
powerfully and purposely forward into the future. 
The Liberty Walking Stick showcases this iconic symbol 
of freedom with a genuine Walking Liberty Silver 
Half-Dollar— 90% pure silver— struck by the 
U.S. Mint. The perfect way to celebrate what 
makes this country great while putting some 

















pep in your step. 
Today these tributes to a gentleman's 
power, prestige, and posture are fetching 
as much as $200,000 at auction. Because 
Stauer takes the quicker and less 
expensive route and goes right to the 
source, we can offer you the vintage- 


worthy Liberty Walking Stick for 


only $59! 

Your satisfaction is 100% guaranteed. 
Experience the comfort and class of the 
Liberty Walking Stick for 30 days. If 
you re not feeling more liberated, simply 
send it back within 30 days for a refund of 
the item price. At Stauer, we walk the talk. 


Limited Edition. Only |= PRAISE FOR STAUER 
4,999 available! These WALKING STICKS 

handcrafted beauties take “4x excellent walking 
months to craft and are stick. Solid and elegant. 


running (not walking) out Perfect for a night out. 
the door. So, take a step in Well crafted.” 
— J. from 


the right direction. 

Call today! 

36" Liberty Walking Stick $129* 
Offer Code Price Only $59 + S&P Save $70 

40" Liberty Walking Stick $+49* 


Offer Code Price Only $79 + S&P Save $70 
Not _ 


1-800-333-2045 actual size. 


Your Offer Code: LWS210-02 
You must use the insider offer code to get our special price 


@ 14101 Southcross Drive W., Ste 155, Dept. LWS210-02 


S Ttauer Burnsville, Minnesota 55337 WWw.Stauer.com 


*Discount is only for customers who use the offer code versus the listed 


Pacific Grove, CA 








original Stauer.com price. 
e Eucalyptus wood with cast brass handle containing genuine obverse 


U.S. Walking Liberty Silver Half Dollar (1916 -1947); rubber tip 


e Supports up to 250 pounds 
Afford the Extraordinary.° 


Stauer... 


| 2020 Lincoln Aviator vs. 2020 Cadillac XT6 


won't waste your time. I’m not going to 
yank your chain. No dillydallying here, 
heaven forbid. If you’re shopping for 
an American three-row luxury SUV, it 
would be a regretful mistake to buy a 
Cadillac XT6 over the Lincoln Aviator. 
From a pricing perspective, they’re 
pretty even. Each carries a starting price 
in the high-$50,000 range. As tested, 
Lincoln’s three-row comes to $75,120 
and Cadillac’s rings in at $73,040. Both 
have their strengths, but by almost every 
measure, the Aviator provides a superior 
luxury three-row experience. Here’s why. 


rtrain: Engine, 
mission, and MPG 
Both cars generate power with gas-fueled 
aluminum V-6 engines, one force-fed 
(by two turbochargers) and the other 
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naturally aspirated. The free-breathing 
powerplant lives under the hood of the 
Cadillac, and it’s the same 3.6-liter V-6 
that General Motors defaults to in count- 
less Chevy, Buick, GMC, and Cadillac 
vehicles. In this application, it makes 310 
hp and 271 lb-ft of torque. It’s paired with 
a nine-speed automatic. 

The Lincoln is powered by a 3.0-liter 
twin-turbocharged V-6 cranking 400 hp 
and 415 lb-ft of torque, in the same state 
of tune as the engine motivating the Ford 
Explorer ST. A 10-speed auto handles 
gear-changing duties. 

But these are three-row family 
SUVs, not sports cars—does the power 
advantage matter? I assure you it does. 
The Aviator’s powerplant has higher 
peak numbers than the XT6’s, sure, but 
because it’s turbocharged, it produces 





more torque down low in the rev range. 
Say you want to pass someone on the 
highway. In the XT6, you'll use most of 
the throttle and hear the growly V-6 spin 
all the way to its 7,100-rpm redline, where 
that engine makes all its power. 

The Aviator’s engine, on the other 
hand, doesn’t have to work as hard, spin 
as fast, or generate as much noise and 
vibration to produce the same level of 
thrust. It just quietly churns away in the 
background and gets you up to speed. 

Traditional wisdom tells us the car with 
the more powerful engine will use more 
fuel, but that’s not the case here. Both cars 
return an identical EPA-estimated 17/24 
mpg city/highway running on regular 
gasoline, in AWD form. Without AWD, 
the Lincoln actually ekes out al mpg 
advantage on the highway. 


THE BATTLE FOR THREE-ROW AMERICAN 
LUXURY HAS A DECISIVE WINNER 





e she 
COMPARISON 


Interior 
Stepping inside, it’s the Lincoln’s cabin 
we didn’t want to leave. Before you even 
start the car, youre greeted by soft leather, 
convincingly Bentley-esque knurled 
metallic control knobs, and impossibly 
comfortable 30-way adjustable massaging 
front seats. They sit a little high for my 
tastes, but once adjusted properly, the 
comfort is supreme. 

Basic seating controls are mounted 
on the door panel, Mercedes-style, and 
tapping any of said door controls results in 
a pop-up infotainment screen menu that 
allows you to fine-tune for lumbar support 
and massage functions. 
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You select a gear in the Aviator by 
pressing one of four PRND buttons, like 
striking keys on a vehicular Steinway. 
The fully digital gauge cluster is clean and 
uncrowded. The head-up display is wider, 
brighter, more informative, and displayed 
higher on the windshield (read: closer 
to your line of sight) than the HUD in 
the Cadillac. 

There’s plenty of legroom in the 
second row, but at 6-foot-1 my head 
was brushing the ceiling, due in part to 
the vertical real estate occupied by the 
Aviator’s panoramic glass sunroof. The 
seats themselves are a bit narrow, and 
the second row’s floor-mounted center 
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console is constructed from cheap- 
looking plastic. A handsome touchscreen 
positioned on the rear of the front-row 
center console provides second-row 
inputs for the climate control, heated 
and ventilated second-row seats, and 
audio system. 

Speaking of, this Lincoln’s audio setup 
deserves some serious praise. Devel- 
oped by Revel, a subbrand of Harman, it 
consists of 28 speakers positioned around 
the Aviator’s interior, including four in 
the headliner. I detected zero weak spots 
or distortion at any frequency or volume 
level, and the speakers overhead establish 
a clear soundstage. And don’t forget, the 
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THE LINCOLN'S MATERIALS ARE OF A HIGHER QUALITY, AND THE THOUGHTFUL 


INTERIOR DESIGN ELEVATES IT LIKE A LUXE INTERIOR SHOULD. 


door chime and all auditory alerts for 
the Aviator were recorded by the Detroit 
Symphony Orchestra. This audio system 
is balanced and special, and it rocks. 
Cadillac has the hardware to match 
the Aviator here—I raved about the 
34-speaker Bose Panaray system 1n my 
CT6-V review—but it’s not offered in the 
XTO6. There’s a 14-speaker Bose setup in 
our tester. Like many elements of the 
XT6, it’s fine in isolation but just can’t 
compete with the Lincoln’s Revel setup. 


— 


The infotainment screen in the XT6 
is smaller. The gear selector is an oblong 
joystick that returns to a central position 
after each pull, so it’s not immediately 
obvious whether youre in drive, reverse, 
or neutral. And why is the fuel gauge so 
imprecise? It’s marked by eight little 
LED measurements. They’re the same 
color as the gauge (hard to read) and only 
display fuel level to the closest eighth. 

There’s a whole lot of carbon-fiber trim 
in the Cadillac. It’s real carbon—that’s 


not the issue here. The issue is that 

the XT6 is a 4,700-pound luxury SUV 
dressing itself in lightweight race- 
inspired materials that just don’t fit with 
the ethos of a three-row family hauler. It 
feels out of place, even on this Sport- 
trimmed model. 

There’s no debating among our staff 
that the Aviator has the better interior of 
these two cars. Not only are the materials 
of a higher quality, but the thoughtful 
interior design also elevates the Lincoln 
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above a nice version of anormal car— 
exactly the way a luxury interior should. 
Cadillac earns a narrow victory in the 
third row. Neither car has exceptional 
way-back seating, and they’re similar in 
terms of head- and legroom, but the floor 
in the Lincoln’s third row is a few inches 
higher. Unless youre hoping to closely 
study your own knees, the Cadillac is 
a slightly better choice for third-row 


FOR DECADES, LINCC 
BETTER SEATS. BUT | 
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seating. Also, both rows of seating fold 
completely flat in the Caddy. The Aviator 
has more cargo space with everything 
folded up, but with the seats folded down, 
the second row sticks up an inch or two. 


. 
Both of our testers are equipped with 
AWD systems, but there’s an important 
difference between the bones of the 
Aviator and the XT6. The XT6 1s based on 
a front-drive platform—it’s effectively a 
stretched Cadillac XT5. 

The Aviator’s only platform-mate is 
the new Ford Explorer. For the past few 
decades, Lincolns have been little more 
than Fords with better leather seats. But 
this is anew Lincoln brand we're talking 
about. Differentiation is its watchword. I 
defy you to find any semblance of down- 
market content inside or outside the 
Aviator. So while Cadillac shares its bones 
with another (smaller) Cadillac, and 
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Lincoln shares its bones with Ford, in this 
case the Lincoln is the better execution of 
platform sharing. 

With a new rear-drive-based platform, 
the Aviator offers slightly better weight 
balance and, more important for a large 
SUV, a huge advantage in towing. The 
XT6 is limited to a crossoverlike 4,000- 
pound towing capacity; the Aviator is 
more likely to be able to replace the 
family tow rig. With our tester’s optional 
$500 tow package, the three-row Lincoln 
can tug up to 6,700 pounds. 

These vehicles are almost exactly 
the same size (within an inch of each 





EEN LITTLE MORE THAN FORDS WITH 
V LINCOLN WE'RE TALKING ABOUT. 





other in length), but the XT6 drives 
significantly smaller than its compet- 
itor. One reason is its wheelbase. 

The XT6’s axles are 6.4 inches closer 
together than those of the Aviator—the 
Lincoln’s wheels are pushed out to the 
corners, whereas the XT6 has longer 
front and rear overhangs. Combined 
with the Cadillac’s 400-pound weight 
advantage, it feels more eager to 
change direction but not as stable at 
high speeds as the big Lincoln. 

In the Aviator, we noticed pitch 
during acceleration and dive under 
braking that weren’t as apparent in the 
XT6. Body roll and vertical motions are 
a bit more pronounced in the Lincoln, 
too, but the suspension is better at 
absorbing small bumps or rough 
pavement, and it’s considerably more 
comfortable than the Cadillac’s. The 
Aviator is also much quieter inside, 
with less tire and wind noise infil- 
trating the cabin. 


Aviation Lessons 
It should be obvious by now why the 
Lincoln Aviator is a stronger three-row 
luxury SUV than the Cadillac XTo. 
Its powertrain is more capable, more 
refined, and just as efficient. Its 
interior is better designed and better 
executed, with materials of a higher 
standard of quality. The Aviator may 
not be as nimble, but it’s remarkably 
more comfortable and can tow with 
the big boys. 
But most important for a luxury 
car, the Aviator succeeds in elevating 
beyond its source material. The XT6 
leaves the impression of a well- 
equipped Chevy in a new suit—the 
Aviator is a refined luxury machine 
that won’t be mistaken for an Explorer. 
Cadillac, you have work to do. # 
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DRIVETRAIN LAYOUT Front-engine, AWD _ Front-engine, AWD 
ENGINE TYPE 60-deg V-6 alum block/heads_ | Twin-turbo 60-deg V-6, 
alum block/heads 
VALVETRAIN DOHC, 4 valves/cyl DOHC, 4 valves/cy| 
DISPLACEMENT 222.7 cu in/3,649cc 180.4 cu in/2,956cc 
COMPRESSION RATIO 11.511 | 95:1 
POWER (SAE NET) 510 hp @ 6,600 rom ~400 hp @ 5,500 rpm 
TORQUE (SAE NET) 271 |o-ft @ 5,000 rom 415 lb-ft @ 3,000 rom 
REDLINE | 7100 rom Not indicated | 
WEIGHTTOPOWER =—Ss,_:'15.2 Ilb/hp 12.9 Ib/hp 
TRANSMISSION 9-speed automatic —10-speed automatic 
AXLE/FINAL DRIVE RATIO $49 (2.1671 S.51/2.\01 


SUSPENSION, FRONT; REAR Struts, coil springs, adj shocks, 
anti-roll bar; multilink, coil 


springs, adj shocks, anti-roll bar 





















































Control arms, air springs, adj 
shocks, anti-roll bar; multilink, 


_ air springs, adj shocks, anti-roll bar 


1201] 
Zo 


| 13.6-in vented disc: 13.8-in 


vented disc, ABS 
95 x 22-in cast aluminum 


65/45R21104V M+S Continental | 275/40R22 107W M+S 


Goodyear Eagle Touring 









































112.1 in 





STEERING RATIO 15.0:1 

TURNS LOCK TO LOCK 2.7 

BRAKES, F; R 12.6-in vented disc; 12.4-in 
vented disc, ABS 

WHEELS 8.5 x 21-in cast aluminum 

TIRES 2 

DIMENSIONS ine eee ee 

WHEELBASE 112.7 in 

TRACK, F/R 66.4/66.2 in 

LENGTH X WIDTH X HEIGHT 198.8 x 77.3 x 689 in 

GROUND CLEARANCE 6.7 in 

APPRCH/DEPART ANGLE —-14.6/21.5 deg 

TURNING CIRCLE | 38.7 ft 

CURB WEIGHT 4,725 lb 

WEIGHT DIST, F/R 56/44% 

TOWING CAPACITY 4,000 Ib 

SEATING CAPACITY 6 


39.8/39.1/372 in 
41.2/39.1/2955 in 
58.3/574/53.5 in 
78.7/43.1/12.6 cu ft 


HEADROOM, F/M/R 
LEGROOM, F/M/R 
SHOULDER ROOM, F/M/R 
CARGO VOLUME, BEH F/M/R 
SS 























669/669 in 


1993 x 796 x 696 in 


8.7 in 


21.2/22.3 deg 


570 Tt 
9,167 Ib 


_51/49% 
6,700 Ib 


6 
40.2/38.4/369 in 


| 43.0/40.1/29.2 in 


61.5/61.3/54.0 in 


















































777/41.8/18.3 cu ft 





























































































































ACCELERATION TO MPH 

0-30 2.6 SEC 1.8 sec 

0-40 3.8 28 

0-50 5.1 4.0 

0-60 6.8 | 5.4 

0-70 8.7 | 72 

0-80 111 94 

0-90 14.1 119 

PASSING, 45-65 MPH 3.3 29 

QUARTER MILE _ 19.2 sec @ 93.1 mph 14.1 sec @ 97.7 mph 

BRAKING, 60-0 MPH 1351 ft 124 ft 

LATERAL ACCELERATION 0.82 g (avg) 0.80 g (avg) 

MT FIGURE EIGHT 27.2 sec @ 0.67 g (avg) 27.1 sec @ 0.69 g (avg) 

TOP-GEAR REVS @ 60 MPH 1,500 rom 1,750 rom (in 9th gear) 

CONSUMER INFO 

BASE PRICE |_ $58,090 | $59,795 

PRICE AS TESTED $73,040 $75,120 

STABILITY/TRACTION CONTROL) Yes/Yes Yes/Yes 

AIRBAGS 9: Dual front, f/r side, | 8: Dual front, front side, 
f/r curtain, driver knee f/r curtain, front knee 

BASIC WARRANTY 4 years/50,000 miles ' 4 years/50,000 miles 

POWERTRAIN WARRANTY 6 years/70,000 miles 6 years/70,000 miles 

ROADSIDE ASSISTANCE 6 years/70,000 miles | Unlimited 

FUEL CAPACITY 22.0 gal 18.0 gal 

EPA CITY/HWY/COMBECON | 17/24/20 mpg 17/24/20 mpg 


ENERGY CONS, CITY/HWY 
CO2 EMISSIONS, COMB 
RECOMMENDED FUEL 


198/140 kW-hr/100 miles 


























198/140 kW-hr/100 miles 


0.99 lb/mile 0.99 Ib/mile 
Unleaded regular _ Unleaded regular 






































































































| Toyota Land Cruiser 


KOKORO 
NO SHINKA 


TRACING THE EV‘ 








THE TOYOTA LA! 


WORDS SCOTT EVANS 


ilbert Ryle derisively called it “the 
ghost in the machine,” critiquing 
Rene Descartes’ theory of substance 
dualism, which posits that the mind 
and body are separate entities and 
presupposes the existence of the soul. 

At a loss to articulate the way a car 
makes us feel, we often fall back on this 
philosophy. 

Ryle’s argument that the mind and body 
are one and the same falls mostly on the 
side of behaviorism. But the less rigidly 
defined Japanese concept of kokoro no 
shinka, which considers heart, mind, 
emotion, and soul as one indivisible entity, 
best explains how the soul of a vehicle like 
the Toyota Land Cruiser can be preserved 
across generations of machine. 
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Land Cruisers, of course, cannot repro- 
duce and are not self-aware. If artificial 
intelligence ever comes to cars, the Land 
Cruiser will be among the last to accept 
it, if it ever does. Yet the spirit of the Land 
Cruiser perseveres across decades of 
mechanical rewrites, variants for different 
markets, and countless engineers and 
designers and salesmen. Mechanically, a 


2020 Land Cruiser has little in common 
with one from 1960, but from behind the 
wheel, their collective soul couldn’t be 
more obvious. 

This FJ40 bouncing down a two-track 
south of Salt Lake City, Utah, is a 1977 
model with front disc brakes and barn 
doors on the back. On the street, the 40 
series will just top 75 mph down a big 
enough hill. But on the dirt, the skinny tires 
and short wheelbase conspire to threaten 
grievous bodily harm above 45 mph. 

The 4.2-liter I-6 makes all of 135 hp and 
210 lb-ft of torque, and I can only imagine 
how much more dreadfully lethargic the 
earlier 3.9-liter I-6 with a three-speed 
manual must’ve been. Maintaining speed 
uphill at freeway speeds is a lost cause, as 
the four-speed manual’s ratios are widely 
spaced and the engine redlines at 4,000 
rpm. There’s no tachometer to go by; just 
wait for the shifter to start shaking like the 
gearbox is about to explode, then shift up. 

It’s clearly a civilized military vehicle (a 
reverse-engineered Jeep, at its core), but 
for a truck with leaf springs at every corner 
and power nothing, it’s not that punishing 
to drive. Maybe it’s because they’re 42 
years old, but these springs aren’t espe- 
cially stiff, and the dampers are keeping 
me from being thrown around as much as 
I’d expected. 

There’s 90 degrees of play in the wheel 
before steering happens, but the effort is 
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It may be small, but . 
the FJ4O is a six-seater j 
dao lal <mxom-jle(-\1\le hts) K_| Ae 
jump seats in the rear. ms 


Despite being in production since 1960, this '77 FJ40 is 
nearly the same save for fancy updates like door cards. 





light when it does, and the ratio is slow, so 
you don’t immediately roll it. 

Handling... occurs. Engaging four high 
takes an unusually light tug at the stubby 
transfer case shifter, and from there to 
four low (a feature earlier generations 
didn’t have) requires that you jam the 
T-case shifter into the passenger’s left calf. 
Not that they’d be any better off in the 
back, where the jump seats are mounted 
over the wheelwells and require slouching 
by anyone over 5-foot-5. This being a 
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No one knows where the “Iron Pig” nickname came 
from, but it’s not hard to guess how the FJ55 got it. 








ceiling 1s especially unpleasant. 
Although Toyota would continue to 
sell the 40 series from its introduction in 
1960 through 2001, the company quickly 
realized a demand in markets like the 
US. for a wagon body with four doors and 
traditional rear seats. After four years on 
the market, the short-lived wagon variant 
of the long-wheelbase FJ45 was replaced 
by the less trucklike FJ55 in 1967. The so- 
ugly-it’s-cute nose earned it the nickname 
Iron Pig, which only adds to its charm. 
This two-tone Pig I’m driving is a’77. 
The frame’s been boxed and stretched 16.3 
inches, but otherwise this proto-SUV is 
mechanically identical to the FJ40. Same 





HE LAND CRUISER’S ENDURING SPIRIT 
AINED BY OVERLAPPING GENERATIONS. 


hardtop model, bouncing your head off the 
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overtaxed engine, same four-speed manual 
and low-range transfer case, same axles, 
suspension, and brakes. It still has the 
same 8.3 inches of ground clearance, too— 
though being 29.6 inches longer with a big 
rear overhang impinges on its off-road 
capability somewhat. This becomes clear 
when I pinch closed its long tailpipe drop- 
ping the rear wheels into a deep rut. 
Despite the stretch and the reinforce- 
ment, the FJ55 only weighs in 250 or so 
pounds more than the 40, so there’s little 
penalty in acceleration and drivability. It’s 
still painfully slow by modern standards 
and hates hills and elevation, but even 
with considerably tighter steering than the 
40, it’s still not a vehicle you hurry around 


in. Instead, you load it with camping gear, 
reach over the front middle passenger, 
jam the T-case shifter into either their leg 
or the front side passenger’s leg, and head 
off into the wilderness for the weekend. 
Considering nearly everything mechan- 
ical is the same as in the 40, I can’t explain 
why the 55’s kokoro speaks more deeply to 
my own. 

Some of the Land Cruiser’s enduring 
spirit can be explained by the overlap in 
its generations. The 55’s entire produc- 
tion would be eclipsed by the 40 series 
it was based upon before it was replaced 
in 1980 by the 60 series. Then the FJ60 
would be produced until 1992, nearly half 
its run overlapping with the seemingly 
unkillable 40 series (and the other half 
with the 40 series’ replacement, the 70 
series—more on that later). 

Like the 55 series before it, the 60 series 
added space and comfort with minimal 
detriment to off-road capability. Toyota 
considered major mechanical changes but 
instead simply widened the axles a bit to 
improve stability and match the 2.6-inch- 
wider body. Otherwise, this 1984 model is 
anew and improved 55 series, now with 
air conditioning to really slow it down. 
That’s right, it’s still the same carbureted 
4.2-liter I-6 and four-speed manual under 
the boxier front end. 

Still, the concessions to comfort are 
becoming more evident. That later-model 
40 series had fancy features like door 
cards and a headliner, and the 55 series 
extended the headliner down the pillars 
and added some padded panels to the 
cargo area. 

The 60 series, though, has no exposed 
sheetmetal inside. Rather than rubber 
mats on the floor, it has fitted carpet. 
There’s a rear window defroster and even 
a tachometer, but at least the door locks 
and windows are still manual. 

Ground clearance has shrunk by 0.2 
inch, but the wider stance and tires make 
the 60 feel more planted and confident 
off-road than the 55. Maybe it’s the gaping 








The FJ60 looks a lot newer inside and out 
and is a lot more luxurious, but it’s still 
basically an FJ55 underneath. 


distance between the bucket seats, but 

it feels much wider than it is. Running 
improvements to suspension geometry 
and damper technology have made the 

60 more comfortable to ride in, and 

the extra interior panels make it a bit 
quieter, to boot. Its 200 extra pounds 

and power-robbing A/C compressor and 
power steering pump don’t do the on-road 
performance any favors, but here again 
the wider stance makes the truck more 
comfortable with modern freeway speeds. 

Although mega-dealer Greg Miller’s 
Land Cruiser Heritage Museum contains 
one of nearly every Land Cruiser variant 
made, we didn’t drive the FJ40 replace- 
ment, the FJ70, because it’s never been 
sold in the U.S. despite being on sale 
abroad since 1984. 

Blame the Bubble Economy or the 
Range Rover, but the development and 
debut of the 80 series for 1990 heralded 
the big shift from civilized military vehicle 
to the consumer-first SUV that engineers 
had been avoiding for three decades. 

Gone are the trucky leaf springs, 
replaced with softer coil springs. A center 
differential let it run in four-wheel drive 
at all times, the old floor-mounted T-case 
shifter is dumped for an even stubbier 
console-mounted shifter that just engages 
neutral and low range. The I-6 is fuel- 
injected and makes a whopping 155 hp 
and 220 lb-ft. It’s still a four-speed, but an 
automatic. It’s slightly bigger all around, 
including a longer wheelbase, and it’s 
gained 300 pounds. At least the ground 
clearance hasn’t changed. 

That’s all stuff you can’t see. What 
you can see is strikingly different, too. 


Toyota Land Cruiser | HISTORY 
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No longer just an update to the previous 
design, the FJ80 looks more than a decade 
newer than the FJ60. The rectangular 
headlights and bulging fender flares hint 
at the classic designs, but it’s clear there’s 
a new boss in town. Inside, the contrast is 
even more stark, where actual designers 
and stylists were set loose on the interior. 
Until 1990, all Land Cruiser interiors 
looked as though they’d been designed 
by engineers armed with slide rules and 
protractors. 

From the driver’s seat, it’s the first 
to feel like a used car, not a classic. It’s 
quieter and more comfortable, and there’s 
a precision to the handling the older FJs 
never had. It’s still slow, but it no longer 
feels like you're going to blow up the 
engine trying to keep up with freeway 
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ID CRUISER DOES THINGS NOTHING ELSE THIS BIG CAN TOUCH. 


traffic. It’s far from new, but this 1991 
model year FJ80 almost feels modern. 
That capability, that familiarity, makes 
you want to do things with it you wouldn’t 

dare in the older trucks. Where I’d been 
content to trundle down dirt roads and 
climb steep, rocky hillsides in the 40, 55, 
and 60, the 80 wants to tear things up. 
Dirt bikes may have carved a slithering 
path down this wash, but I’m dashing up 
and down the banks like Shaun White in 
an SUV that’s old enough to fill out rental 
car documents, and I don’t feel the least 
bit bad about it. The FJ80 loves it. Then I 
drive it an hour back to town for dinner, no 
worse for wear. 

The seal on mechanical updates finally 
broken, they came fast, at least on a Land 
Cruiser time line. The 100 series cut the 
80 short in 1998, and for the first time, you 
have to look for the Land Cruiser heritage. 
It looks big and heavy, because it is. It’s 
grown longer and wider and packed on 
600 pounds of luxury. Heretically, the I-6 
is gone, replaced by a 4.7-liter V-8 anda 
five-speed automatic. Saints preserve us, 
the front suspension has gone indepen- 
dent (for the U.S. and Canada; the African, 
Australian, Russian, and South American 
markets kept the live front axle). Inside, 











the luxury is complete, with all manner 
of electronic doodads, leather seats, and 
design better befitting a contemporary 
Lexus than a military truck. 

Its kokoro, though, remains intact. It 
looks different, it sounds different, and 
it feels like a modern car, yet it still has 
the essence of a Land Cruiser. Its ground 
clearance is actually greater than any 
previous Land Cruiser’s, its wheelbase 
hasn’t changed, and it’s only 4 inches 
longer, so its clearance angles are all about 
the same. Something about all that leather 
makes it feel wrong to go bashing around 
off-road, but when you do, you realize it’s 
at home. Some will argue the merits of 
live-axle articulation, but from behind the 
wheel there’s little doubt a stock 100 will 
go as far or farther off-road than a stock 80 
will. You'll just feel worse about denting 
and scratching it. 

Take the 100 home for the night, and 
you'll find it drives like a modern car. 

With its plush ride and truly quiet cabin, 

it makes the 80 feel as old as the 60. The 
steering is precise and responsive, the 
body movements measured and controlled 
like an SUV, not a truck with a perma- 
nent camper shell. The 235-hp V-8 still 
isn’t quick, but its 320 lb-ft get this thing 


moving with far more authority than 

the 80’s I-6. Freeway driving is no longer 
notably different than it is in any other 
SUV. Only the primitive navigation system, 
with maps that look hand-drawn, betrays 
this 2004's age. 

If you feared for the Land Cruiser’s 
kokoro at the birth of the 100 series, you 
might greet 2008’s 200 series witha 
sigh of relief. Even more electronic bells 
and whistles aside, the 100’s formula is 
essentially unchanged. The V-8 displaces 
5.7 liters now and makes 381 hp and 401 
lb-ft, but the 200 has gained another 250 
pounds. It looks it in the bodywork, but at 
the same time it carries its weight better. 
This special Heritage Edition, shorn of 
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The FJ80 didn't just look like a completely 
new vehicle, it ditched the traditional leaf 
springs for coils and a softer ride. 





its side steps and shod with gold BBS 
wheels, really drives it home. The steps 
don’t affect ground clearance, which, 

like the wheelbase, is unchanged from 
the previous truck. But losing the visual 
weight makes the truck look taller, leaner, 
and more muscular. 

And it feels it, too. The 5.7-liter V-8 
makes the Land Cruiser finally move 
with some authority on the road, and it 
gets better fuel economy while doing it. 
The ride is quieter and more comfortable 
than ever—an easy chair and a steering 
wheel. A midcycle update, something of 
an anomaly for Land Cruisers, upgraded 
the six-speed automatic to an eight-speed 
that’s smoother and smarter. The ancient 
infotainment system has been replaced 
with one that’s just kinda old. Losing the 
third-row seats for the Heritage Edition 
dropped a hundred pounds, but it’s stilla 
nearly three-ton vehicle. 

Although it drives like any other 
modern, ostensibly three-row SUV on 
the road, the current-era Land Cruiser 
still does things in the dirt nothing else 
this big can touch. Low range is selected 
by twisting a knob, and it’s crowded by a 
bunch of other knobs and buttons. The 
100 added a manually lockable center 
differential; the 200 adds a limited-slip 
rear diff. You also get a litany of off-road 
modes, plus low-speed crawl control, and, 
a particular favorite, turn assist, which 
locks up the inside rear wheel and forces 
the 200 to pivot around that wheel and 
turn tighter than anything this long ought 
to. Less flashy, hydraulically adjusted anti- 
roll bars keep the body more level and 
combat wheel lift by pushing the wheels 
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Like the FJ100, but 
with a bigger V-8, 
the FJ200 introduced 
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New as the FJ80 was, you really have to squint to see the Land Cruiser heritage 
in the FJ100, especially with its V-8 engine and independent front suspension. 
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without all the ieeetis generations, 
but the shared kokoro is unmistakable. 

A clarity of purpose permeates, 
announcing these vehicles are something 
unusual. Not just SUVs, not just civilized 
military trucks, but an intersection. Call it 
a soul, a ghost, or a spirit, but the essence 
of the Land Cruiser is unbroken. & 


down for maximum traction even while 
crossed up. 

A literal ton heavier, 3.5 feet longer, a 
full foot wider, with a nearly 2-foot-longer 
wheelbase, but, curiously, 2 inches shorter 
in height, the 200 series nevertheless 
towers over the 40 series. It’s difficult to 
draw a straight line from one to the other 
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FIRST DRIVE | 2020 Porsche Macan Turbo 


DO 
THE 
MAN 


PORSCHE’S TURBO SUV 
GETS MORE BOOST AND 
A HEFTY PRICE BUMP, BUT 
WHERE’S THE URGENCY? 











WORDS DEREK POWELL 





hat does the concept of a 
Porsche Turbo mean to you? 
For me, it’s about nailing the 
throttle and experiencing 
acceleration so mind-bending 
that I can’t breathe. Turbo pins you back 
in your seat, scrambles your synapses, 
makes you laugh while you cry. You gasp 
for air because the intakes have removed 
all oxygen from the atmosphere. Turbo 
plays with your emotions so thoroughly 
that spending $50,000 over an S trim ona 
911 or Cayenne seems totally justifiable. 

Nobody knows this better than 
Porsche itself, which has recently 
defied all conventional logic by affixing 
this storied moniker to the decidedly 
not-turbocharged Taycan electric vehicle. 
And in doing so, Porsche is reminding us 
that if you’re looking for no-holds-barred 
performance, go for Turbo. 

It’s a curious conundrum, then, that 
the 2020 Macan Turbo doesn’t instantly 
create this level of desire. Yes, it’s quicker 
than the previous model, and a 0-60 
time of 4.1 seconds places it just a smidge 
behind a base 911, but somehow it fails to 
deliver on the chest-bursting exhilaration 
of its more expensive (and admittedly 
more powerful) brother. 

So what’s the discrepancy? Perhaps it’s 
less a question of thrust than of character. 





After it sat on the sidelines for 2019, the 
Macan Turbo returns with a new heart in 
the form of a 2.9-liter twin-turbo V-6, an 
engine that also sees duty in the Cayenne 
S and Panamera S. Here, it pumps out 
434 hp, 34 more than the previous 
3.6-liter V-6 it replaces. Torque is down 
a negligible 1 lb-ft, to 405, but it’s also 
delivered on an impressively flat curve 
from 1,800 to 5,500 rpm. Top speed has 
increased 3 mph, to 167. So far, so good. 

Give it the ol’ Turbo test, however, and 
that’s when the Macan delivers the goods 
without rearranging your organs. Thanks 
to that flat torque curve, impressive 
shove is available practically anytime 
you ask for it. The recalibrated seven- 
speed dual-clutch transmission and 
standard all-wheel drive work seamlessly 
together in putting down the power. Yet 
all that effortless punch of momentum is 
delivered with a cold, anodyne efficiency. 
I’m left wanting for drama. 

It’s not for lack of trying, however, 
as the 2.9-liter exhales through a new, 
standard sport exhaust, and its note 
is further digitally amplified in the 
cabin. But neither of these audible 
enhancements helps to overcome the 
fact that the engine, while righteously 
powerful, simply fails to forge an 
emotional connection with the driver. 





It’s missing the lusty bark of, say, the V-8 
from a Panamera Turbo or the frenetic 
wail of a 911 Turbo’s flat-six. Probably its 
most un-Turbolike characteristic is that 
it simply sounds too similar to the 348-hp 
3.0-liter single-turbo V-6 in the Macan S. 

Although the accelerative drama might 
be missing, the Macan Turbo is still one 
of the best-handling SUVs out there. 

The electric power steering is nicely 
weighted and does a commendable job 
of transmitting just the right amount of 
road feel to the driver. Porsche Active 
Suspension Management (PASM) is now 
standard, and its adjustable dampers 
offer three settings: Comfort, Sport, and 
Sport Plus. 

There’s a good distinction among all 
three, and each serves a worthy purpose 
depending on your driving style. But 
even in its firmest setting, the ride is 
still tolerable except on the harshest of 
pavement imperfections. 








Our tester also had Porsche’s Torque 
Vectoring Plus ($1,500), which varies the 
torque distribution at the rear wheels 
through a locking electronic differential 
and by applying brakes to the inside 
rear wheel in a turn. It allows for crisper 
rotation through a corner and provides 
the sensation of a rear-drive car when you 
accelerate out of it. 

Speaking of brakes, the 2020 Macan 
Turbo also comes standard with the 
Porsche Surface Coated Brake system 
(PSCB), introduced last year on the 2019 
Cayenne. PSCB features cast-iron rotors 
coated with tungsten carbide, giving them 
a mirrorlike finish. The coating helps to 
increase friction and rotor life and reduce 
brake dust. Although the Cayenne used 
to suffer from an overly aggressive initial 
bite, no such issue exists with the Macan 
Turbo. Pedal modulation is progressive 
and linear, and it remains firm even after 
several high-speed stops. 

In terms of styling, the Macan Turbo 
builds on the refresh of the 2019 Macan 
lineup. Out back beneath the full-width 
taillights, you'll find the sport exhaust 
system, identifiable by its fat-rimmed 
pipes; the lower fascia, side skirts, Macan 
“blade,” and mirrors are all body color. Up 
front is a Turbo-specific nose with three 
large air intake openings massive enough 
to give Sully Sullenberger pause. 

Inside, the most noticeable change is 
a new 10.9-inch infotainment screen. 


2020 Porsche Macan Turbo 


BASE PRICE 
VEHICLE LAYOUT 


| $84,950 


Front-engine, AWD, | 
5-pass, 4-door SUV 


2.9L/434-ho/405- 
lo-ft twin-turbo 
DOHC 24-valve V-6 


7-speed twin-clutch 


ENGINE 


TRANSMISSION 


auto 
CURB WEIGHT 4.250 Ib (mfr) 
WHEELBASE | 710.5 in 
LENGTH X WIDTH 185.0 x 76.1 x 64.0 in 
X HEIGHT 
0-60 MPH 4.1-4.3 sec (mfr est) 
EPA CITY/HWY/COMB 17/23/19 mpg (est) 
FUEL ECON 
ENERGY CONSUMPTION, | 198/147 kW-hr/100 
CITY/HWY miles (est) 
C02 EMISSIONS, COMB | 1.01 lb/mile (est) 
ON SALE IN U.S. Currently 


Standard Porsche Connect services 
provide real-time mapping and traffic 
information as well as a Wi-Fi hot spot. 
To make room for the new screen, the 
center dash-mounted vents have been 
relocated to just above the center console. 
Other than that, the circa 2015 interior 
soldiers on. Admittedly, the button- 
heavy console and analog gauges lack the 
sleek digital panache found in the newer 
Cayenne and Panamera, but that’s not 
necessarily a bad thing. Those old-school 
buttons make quick work of adjusting 
climate and drive mode settings simply 
by feel. Standard 18-way front sport seats 


are decked out in leather, providing snug 
support without feeling too constricting. 

There’s an upgraded suite of active 
safety features, thanks to more powerful 
sensors and image processing underneath 
the virtual hood. Most notably, a new 
traffic jam assist feature adds steering 
capability to the adaptive cruise control at 
speeds up to 37 mph. 

One area in which the Macan Turbo 
lives up to the Turbo name is its price. 
The more powerful engine, standard 
PSCB brakes, sport exhaust, and PASM 
all contribute to a $6,400 increase over 
a 2018 Macan Turbo, for a base price 
of $84,950. Our tester had an array of 
options, elevating the cost to $105,370. 

The base price of a Macan Turbo is also 
a hefty $24,200 premium over the 2020 
Macan S. Porsche PR quickly notes that a 
loaded Macan S compared to a standard- 
grade Turbo is but a $4,000 ladder. Is this 
Porsche’s idea of a value play? Perhaps, 
but a closer look at some of those options 
reveals it’s mainly visual candy. Skip the 
rash of cosmetic upgrades, and a savvy 
buyer can spec a well-equipped Macan S 
in the mid-$70K range. 

That ballpark price includes many 
of the Turbo’s functional bits, as well 
as ventilated seats ($670) and keyless 
ignition ($800), both of which aren’t 
standard on the Turbo. If you must have 
an Alcantara headliner ($1,550), that’s the 
beauty of the Porsche option sheet. What 
you lose in a second from 0 to 60, you gain 
in creature comforts. 

The Macan Turbo is 20 percent quicker 
than the Macan S but carries a 40 percent 
price premium. This would be a moot 
point if the Macan Turbo provided a 
face-flattening, giggle-inducing visceral 
thrill like the rest of the “Turbos” in the 
Porsche family. That alone would be 
worth the price of admission. 


TRE DRAMAIS MISSING, BUT IT'S STILL ONE OF THE*BEST=HANDLING SUVS. 
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THE RIGHT TIRES IN TWO MINUTES OR LESS! 


Answer just a few questions, we'll narrow it down to the one tire that’s right 
for you. We'll combine our decades of tire experience, consumer ratings and 
first-hand testing in all conditions with your answers to make our personalized 
recommendation. It’s surprisingly simple to use. Give it a try! 
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If youd like, we can ship your order to your 
choice of one of our 8,500+ Independent 
Recommended Installers. ont 


www.irerack.com/installer 
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Your Ticket to Traction this Season 
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READY-TO-BOLT-ON 
WINTER PACKAGES! 


Tire Rack’s Winter Tire & Wheel Packages make changing to winter 
tires easy and efficient. These high quality, vehicle-specific 
fitments arrive ready to bolt on your vehicle. 


Packages include free scratchless mounting and free 
Hunter Road Force™ balancing. Plus, all necessary 
hardware is included at 
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WHAT ABOUT TPMS? 


If your vehicle is equipped with a direct tire pressure 
monitoring system, we can recommend wheels that are 
compatible with its sensors. An extra set of sensors is also 
available for most systems, and can arrive pre-installed on 
your package! 
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he previous two generations of the 
Bentley Flying Spur had Volkswagen 
DNA under their luxurious skins, 
their platforms shared with VW’s 
highly underrated Phaeton sedan. 
The 2020 Bentley Flying Spur shares 
its platform with a Porsche. And it’s a 
better car for it. In fact, the 2020 Flying 
Spur—effortlessly fast, opulently detailed, 
and brimful of raffish charm—is the best 
Bentley sedan of the modern era. 

Powered by Bentley’s mighty W-12 
engine, the 2020 Flying Spur is built on 
an extended version of the VW Group’s 
MSB platform, which underpins various 
Porsche Panamera models as well as 
Bentley’s Continental GT coupe and 
convertible twins. 

More important, the front-engine/ 
rear-drive architecture allowed Stefan 
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Sielaff’s design team to finally give the 
21st century Flying Spur the front- 
wheels-forward stance of a classic British 
luxury car. As such, the new Flying Spur’s 
front axle centerline is 5.1 inches farther 
forward, allowing along hood without a 
pronounced front overhang. 

It’s the singular dimensional change 
for this generation that, visually, changes 
everything. And it also changes the way 
the Flying Spur drives. 

With their engines mounted ahead 
of the front axle, Flying Spurs of the 
previous generation were nose-heavy 
beasts that worked their front tires 
hard when asked to change direction 
in ahurry. Not so with the new MSB 
platform—especially with its rear-wheel 
steering, active anti-roll system, and 
torque vectoring by brake, which makes 


NN 





the new Flying Spur feel more agile, 
more alert, and remarkably composed 
in the twisties. 

It’s still a hefty thing, though. It’s almost 
as long and wide as a Lincoln Navigator, 
and its wheelbase is 3.3 inches longer. 
That said, the Spur easily handled the 
tight switchbacks on our drive along the 
narrow roads clinging to the mountains 
that tumble down to the glamorous Cote 
d’Azur in the south of France. 

But this Bentley’s milieu is grand 
touring on fast, open roads. The 
626-horsepower W-12 allows the 
Bentley to claim a 0-60 time of just 3.7 
seconds—with the speedo needle gliding 
past 100 mph just 4.5 seconds after that. 
Claimed top speed is a stonking 207 mph, 
making this majestic Bentley the fastest 
production four-door in the world— 
faster, even, than the 680-hp Porsche 
Panamera Turbo S. 





- BENELEY DEVELOPS THE DEFINITIVE MODERN LUXURY SEDAN 
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Allow it to stretch its legs, tickling a 
distant, gravelly snarl from the W-12, 
and the Flying Spur serenely compresses 
time and space, the three-chamber air 
suspension shrugging off humps and 
heaves even as the anti-roll system 
keeps the big sedan as flat as a sports car 
through the corners. The steering feel is 
meaty and authoritative, and the massive 
brakes—16.5-inch rotors up front and 
15.0-inchers at the rear—are resolute in 
their response. 

For all that, though, the Flying Spur 
does some of its best work schmoozing 
around town. Which is probably just as 
well, as this is how most will be driven. 
Porsche’s eight-speed dual-clutch 
transmission initially proved a headache 
for Bentley engineers, as they couldn’t 
match the smooth takeoff and gearshifts 
of a torque converter under light throttle. 
But a ton of development work has 
eliminated the clunkiness evident in the 
Continental coupe. 

The Bentley offers a City Specification 
package, which bundles hands-free trunk 
opening, pedestrian warning, and reverse 
traffic warning. Other available driver 


assistance features include night vision, a 
head-up display, a 360-degree overhead- 
view camera, and parking assist, all 
controlled via the intuitive Porsche- 
developed 12.3-inch touchscreen. 

The Flying Spur’s interior has all the 
warm wood, rich leather, and sparkling 
chrome you'd expect in a Bentley, but 
it’s been executed with a subtly modern 
twist. No fewer than 15 standard leather 
colors are offered—mixing and matching 
is allowed, as is contrasting stitching. In 
addition, buyers can choose from eight 
wood veneers and an optional etched 
finish on the center console. 

Three audio systems are available, 
ranging from a standard 650-watt system 
with 10 speakers to a1,500-watt Bang 
& Olufsen to a monster 2,200-watt 
Naim with 19 speakers and active bass 
transducers built into the front seats. 

Rear passengers can control window 
blinds, massage, climate control, music, 
and mood lighting. Detachable tablets 
allow them to use apps, including 
those in the Google Play store. But 
tall passengers might find themselves 
peering out from their 14-way heated 


2020 Bentley Flying Spur 
BASE PRICE $217,000 (est) 


VEHICLE LAYOUT! Front-engine, AWD, 
4-5-pass, 4-door sedan 


6.0L/626-hp/664-lb-ft 
twin-turobo DOHC 
48-valve W-12 


8-speed twin-clutch auto 
5,400 Ib (mfr) 






































ENGINE 


TRANSMISSION 
CURB WEIGHT 


WHEELBASE | 125.7 in 

LENGTH X 2093 x 779 x 58.4 in 
WIDTH X HEIGHT 

0-60 MPH by cee nice 

EPA FUEL ECON | Not yet tested 
ONSALEINU.S. | Spring 2020 


and ventilated rear seats—the slitlike 
windows an inevitable byproduct of that 
rakish roofline. 

To suggest the Bentley Flying Spur is a 
limo best enjoyed from the driver’s seat 
would be absolutely on brand. Bentleys 
have always been luxury cars for people 
who like to drive. Available only with the 
W-12 for now—a V-8 is coming—expect 
the 2020 Bentley Flying Spur to start at 
about $217,000. It looks a bargain. Hf 
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allelunga, Italy, just north of Rome. 
The Autodromo Vallelunga is a 
2.5-mile wriggle of a racetrack. 
There’s the snarl of a race-tuned 
V-10 as a winged, wedge-shaped 
blur flashes past pit lane. Brap, brap, 
braaaaap. That’s fourth, fifth, sixth gear, 
just before the daunting Curva Grande, a 
fast right-hander with a big compression 
on the apex and a left-hand kink on the 
exit. The quick guys barely lift, threading 
the needle at 145 mph. 

The garage buzzes with activity, a racing 
hive-mind in black and gray, trimmed 
with acid green. The chatter of rattle guns 
announces a set of freshly warmed slicks 
for the 620-hp Lamborghini Super Trofeo 
Evo race car in front of me. 

Super Trofeo is a Pro-Am series aimed 
at enthusiasts with the money to consider 
the hobby of racing Lamborghinis on 
iconic tracks. The Evo, a 2018 upgrade of 
the Super Trofeo introduced in 2015, is 
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heavily based on the road-going Huracan, 
sharing about 70 percent of its parts, 
including engine and suspension. The rest 
is race car hardware, including a six-speed 
Xtrac transmission, downforce-inducing 
aerodynamic bodywork, center-lock 
wheels, and safety equipment. 

Clutch in, left thumb on the neutral 
button on the steering wheel boss, click 
back the right paddle. Thunk! First gear. 
The low-slung Lambo stutters down pit 
lane on the speed limiter. Pit exit, cancel 
the limiter, and it leaps forward. Second 
gear slams home like an anvil dropped in 
a dumpster. Third, fourth, and fifth arrive 
with only marginally more subtlety. 

I’ve driven the Super Trofeo Evo before, 
and it feels familiar as I take it out on 
a warm-up lap: the booming surge of 
acceleration, the weapons-grade braking, 
the mild understeer on corner entry, and 
oversteer on corner exit if you’re too ambi- 
tious on the throttle all seem benign and 
predictable despite the ferocious bellow of 
the 5.2-liter naturally aspirated V-10. ’m 


cautious through the sixth-gear rush of 
Curva Grande, but I feel confident I could 
soon work on a respectable lap time. 

Level, set. Now for the GT3. 

With about 500 hp—the V-10’s output 
can be tweaked depending on the regula- 
tions under which the car is racing—the 
GTS3 has less power than the Super Trofeo. 
But it has 50 percent more downforce, 
bigger and stickier tires, proper race car 
suspension, a different transmission, and 
Bosch Motorsport MS6.4 electronics that 
allow much more fine-tuning of every- 
thing from engine mapping to traction 
control and ABS. The $309,000 Super 
Trofeo is the ultimate track day special. 
The $525,000 GT3 is a real racing car. 

As part of the Evo upgrade, the GT3 
has new suspension parts made from 
machined aluminum; they’re 40 percent 
less expensive than the previous welded 
steel tube items. A new aero package 
increases downforce 20 percent witha 
minimal increase in drag and shifts the 
car’s aero balance toward the front axle, 
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which now runs a slightly bigger tire, to 
help reduce understeer through high- 
speed corners. 

The previous Huracan GT3 had a repu- 
tation for being tricky at the limit. The 
Evo package is intended to make it easier 
for gentleman drivers to handle. But 
Lamborghini Squadra Corse chief engi- 
neer Leonardo Galante sounds a slightly 
ominous warning as I squirm into the 
cockpit: “I don’t think you will find this 
as much fun as the Super Trofeo.” 

The GT3 doesn’t have the same elastic 
surge of acceleration out of corners 
and down the straights as the muscular 
Super Trofeo, carrying 6 to 8 mph less 
speed on the entry to the Curva Grande, 
for example. But it feels fantastically 
more responsive, changing direction 
the instant I move the steering wheel. 
The extra downforce steadies the car 
more under brakes and keeps it planted 
through the faster corners. 

After the thunderously playful Super 
Trofeo, the GT3 feels like a precision 
tool, a serious, professional-grade racing 
car. I love it. But my lap times have 
gone backward. 

On fast tracks like Monza—and, ahem, 
Vallelunga—its extra downforce and 
stickier tires should enable the GT3 to 
match the Super Trofeo. But the pace 
doesn’t come easily. Trusting the 
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IT LEAPS FORWARD; 
SECOND GEAR SLAMS 
HOME LIKE AN ANVIL. 


through fast corners is one thing. The 
real challenge is in slower corners, where 
the GT3 Evo demands absolute precision 
and consistency in terms of the line on 
corner entry, how and where you get on 
and off the brakes, where you clip the 
apex, and when you get back on the gas. 
That means, says Lamborghini 
Squadra Corse team driver Mirko 


downforce and mechanical grip 


Bortolotti, the GT3 has a much narrower 
operating window than the Super Trofeo: 
“Gentleman drivers like the Super Trofeo 
because it’s playful. The GT3 is not 
playful. The more you slide, the slower 
you are.” True, that. 

The Huracan GT3 Evo is unforgiving in 
the sense that it punishes sloppiness and 
over-driving, sometimes with deceptive 
subtlety. It can easily feel faster than the 
Super Trofeo—that razor-sharp turn-in 
response, the greater high-speed grip 
and stability. But don’t be surprised if the 
telemetry tells you otherwise. 
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ou can do the same stunt five times 
and have different results. When 
physics take over ... who knows what 
could happen?” That’s according 
to Robert Nagle, who, in his role 
of stunt coordinator for Ford v Ferrari, 
orchestrated cars going wheel to wheel 
in racetrack combat—and occasionally 
flying through the air. 

The film transports audiences back 
to the French countryside of 1966, 


Specially built camera rigs were needed | 
to keep pace with the film's Ford GT40 
Mk. Il and Ferrari 330 P3 replicas; in 
some scenes, speeds crested 180 mph. - 


portraying the personal and mechanical 
battles team Shelby American fought as it 
worked to secure victory against seem- 
ingly indomitable Ferrari at the 24 Hours 
of Le Mans with its Ford GT40. 

At the behest of director James 
Mangold, Nagle enlisted a team that could 
execute stunts and maneuvers to convinc- 
ingly re-create the perils of the race. To 
tell the story of Carroll Shelby (portrayed 
by Matt Damon) and Ken Miles (Christian 






Bale), he’d need cars and drivers that 
could perform on the edge. 

Those vehicles included classic 
Corvettes, Shelby Cobras, rebodied 911s, 
and tube-frame replicas of Ford GT40s 
and Ferrari 330 P3s running LS3 V-8 
engines. Compared to the modern cars 
Nagle worked with on productions such 
as Baby Driver or the Fast & Furious 
franchise, the ones used for Ford v Ferrari 
were intentionally stripped down and 
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‘IF WE WANT A SCENE TO LOOK FAST, 


sos IT’S BETTER IF WE DRIVE FAST’ 





raw. “The biggest difference, and a plus 
for us, is that there weren’t any electronic 
safety devices making the cars try to save 
themselves,” Nagle said. “They were pure 
cars; everything that happened with 
them was up to the driver. And that’s why 
I recruited the drivers I did: I knew they 
would be more capable of handling that.” 
Derek Hill, the Daytona 24 Hour and 
Sebring 12 Hour class winner (and son of 
Le Mans and Formula 1 icon Phil Hill), 








Derek Hill, son of racing legend Phil Hill, 
said instincts were key to realistic stunts. 
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was one of those drivers. He attributes 
his ability to drive for the camera to his 
motorsports experience. “Ultimately it’s 
the same principles,” he said, but, “What 
the limit is on a racetrack and what the 
limit is for the camera are very different.” 

Although safety concerns—and the 
need for camera cars to keep up—make 
it rare that stunt drivers go flat-out. 

The goal is always to make things look 
realistic and exciting. “We’ve got to follow 
our cues and hit our marks, but also give 
it some action,” Hill said. “We might try 
and make the car move around more than 
it would on a racetrack at that speed. You 
have to be precise on a racetrack, but it’s 

a different sort of precision on a movie 
set—driving within inches of a camera car 
or keeping in sequence with other stunt 
drivers to set up a shot.” 

Rallycross and drift racing champion 
Tanner Foust also brought his skills to the 
production. “Virtually all of the drivers 
involved had race experience, which is a 
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lot different than stunt driving expe- 
rience,” he said. “That, along with real 
speed, makes a big difference in doing 
something practically and not having 
to alter it in post-production—we know 
viewers can see the difference.” 

To that end, Nagle relied on post-pro- 
duction effects as little as possible. 
“Your eye knows the difference,” he 
said. “If there’s something in the deep 
background or a car in avery precarious 
spot, that’s a different story. But for the 
principal action, what you're focused on, 
I do everything I can to make it real.” 

As such, high speeds were a necessity. 
“On the Daytona straightaways, we were 
doing at least 160 mph,” Nagle said. “For 
the shot at Le Mans’ Mulsanne Straight, 
speeds approached 185 mph. That’s the 
realism I wanted and the realism James 
Mangold wanted. If we want a scene to 
look fast, it’s better if we drive fast.” 

Although trained stunt drivers bring 
awesome skills to a movie set, selecting 
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legitimate race drivers for Ford v Ferrari 
took the production to a higher level. 

“T can’t say there’s a massive difference 
between what experienced stunt drivers 
and race drivers can bring to a scene,” Hill 
said. “But there’s that unknown quality, 
that certain something which makes race 
drivers so comfortable in a track environ- 
ment. They know exactly how to place the 
car, exactly what line to follow and what 
maneuver to take.” 

Foust agrees. “With this film being so 
story-driven,” he said, “how we interacted 
with each other on the track was much 
more of a factor. Where we were posi- 
tioned and how quickly we closed on or 
passed each other was really part of the 
story, especially around what happened 
with Ken Miles and his climb to the front.” 

Primary filming locations included 
Willow Springs raceway, where Ken Miles 
made his mark in sports car racing, and 
Agua Dulce airport in California, spacious 
enough to erect Le Mans home stretch 
grandstands. Also, as today’s Le Mans 
looks nothing like it did in 1966, back 
roads in rural Georgia were a stand-in for 
the Mulsanne Straight. 

“Finding a road that was wide and 
straight enough with convincing 
topography was quite a thing,” Nagle said. 
“Increasing the challenge is that these 
roads aren’t always as smooth as I would 
like them to be.” 

Achieving a balance between safety and 
realism is key to a successful production. 
Foust noted how the cars made that 
difficult. “The biggest problem we had 





was running these old-school tires in the 
rain,” he said. “They were dry-weather 
tires, but if we were shooting a wet scene, 
there wasn’t time to change all the tires 
on all the cars. When we were shooting in 
Agua Dulce, there were 500 extras in the 
Le Mans grandstands. Driving past at 100 
mph in the wet... there was a lot of pres- 
sure to keep the car in line with all those 
people around. My experience helped me 
read where the water was deep or shallow, 
so I was ready for it. But I had to work 
pretty hard to keep things controlled.” 

Still, get a group of competitive and 
skilled drivers behind the wheels of 
powerful sports cars, and things are 
bound to get exciting. “Generally, we’re 
not trying to push the car to the limit, but 
we try and create the look of action—not 
like we’re just out for a Sunday drive,” Hill 
said. “At one point I was driving a GT40 
next to Tanner. Our instructions were to 
drive into acorner as fast and tight as we 
could then exit and split the camera. Race 
drivers like to push each other, and over 
the takes for that shot, things got a little 
dicey,” he laughed. 

Things got particularly dicey in one 
of the initial stunts of the Le Mans 
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sequence, in which a Ferrari 275 GTB 
goes somersaulting through the air then 
smashes into pieces on impact with the 
track. “That’s not computer graphics— 
that was real,” Foust said. “They had 

a giant truck with the car loaded ona 
cannon, like a tank with a huge piston. 
That guy literally drove alongside us on 
the track, at our speed, and then triggered 
the piston, which brought his truck to 

a complete stop. That launched the car 
forward through the air.” 

Hill drove the GT40 following behind 
that flying Ferrari, and he had to use his 
racing instincts to make the shot work. 
From take to take, no one could predict 
what the car might do in the air or when it 
hit the ground. “What do you want me to 
do?” Hill asked the directors. Their reply: 
“Do what you would do in a race—that’s 
why youre here.” For Hill, it became a 
matter of avoiding wrecked car parts, 
camera gear, and other stunt drivers. “I 
ended up having to throw the car off the 
track and pull it out of a ditch before I hit 
a tire wall,” he said. “But I like that stuff. 
It creates authentic, unexpected action.” 

Nagle said that stunt was a huge 
undertaking. “I had a high-speed camera 





s ¥F\ START SOE ND 


i ali lh / 


-_ = 














vehicle built specifically for it. We did 
two takes, and there are pieces from each 
in the film because some aspects worked 
better than others. In the second take, 
that Ferrari actually righted itself and 
T-boned the camera car, which slammed 
into aconcrete barrier and a tire wall. It 
was avery severe impact, but the driver 
ended up fine.” 

Retaining continuity and accuracy 
was another massive focus. “There 
were historical points that had to be 
correct, like how the cars crossed the 
line in a one-two-three format,” Foust 
said. “Wearing all of the actual period 
gear, helmets, and gloves, plus driving 
cars that weren’t remarkably friendly or 
particularly comfortable, made it a lot 
like how driving an old race car would 
probably feel. 

“How the cars looked was important, 
too,” Foust continued. “Each scene would 
have an hour number. If it was hour two 
of the race, then the cars would be fairly 
clean, but the next shot might be hour 20. 
So all the cars would have to come in and 
get dirtied up as if they’ve been driving 
overnight. Then the next shot might be 
hour five, so they’d all have to get cleaned 
again for that. There was so much done to 
keep continuity between shots.” 

The stunt crew provided driving for 
the most intense sequences, but leading 
actors Damon and Bale spent time 
behind the wheel, too. “Christian was 
hands-down the best actor I’ve ever 
trained to drive,” Nagle said. “He did 
an amazing job.” The production team 
wanted the method actor to get a sense of 
what it means to be arace car driver, so he 
was sent to Bob Bondurant racing school. 

For Nagle, the benefits were twofold. “I 
guided the training to what I needed, but 
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I also wanted Christian to meet Bob,” 
he said. “He’s an icon from that era and 
is actually named in the film. So we’d 
do driving instruction in the morning, 
then we’d spend four or five hours 
every afternoon talking to Bob about 
his experience. One thing I didn’t know 
is that Bob and Ken Miles were close 
friends—the insight we got from that 
was amazing. Christian learned a lot 
about who Miles was from Bob.” 

Hill expounded on why he thinks the 
epic story of the 1966 Le Mans and the 
heroic drivers behind it are important 
to remember: “Motor racing is full of 
endless good stories to be told. But this 
one happens to be one that the public, 
especially the public who’s not inter- 
ested in racing, can align with. We all 
know what Ford is, and we all know what 
Ferrari is. Who’s to say what people’s 
perceptions are of each, but to see a 
brand that one wouldn’t necessarily 
associate with racing at its best, going 
out to take on a truly exotic and estab- 
lished racing brand like Ferrari, is one 
that people might enjoy watching.” 

Foust had a similar opinion. “This 
movie is about an era when the perfor- 
mance of race cars and the speeds they 
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could achieve were vastly outgrowing 
the safety measures being taken in 

the cars and out on the track,” he said. 
“That was a time when every racer 
knew someone who had died racing. 
These guys were gladiators. They lived 
an amazing life, but at that time the pay 
didn’t outweigh the danger, so I have to 
imagine they were truly riding the wave 
of their passion and competitive spirits, 
which makes it very human.” 

Indeed, Ford v Ferrari revolves 
around cars but focuses on people. 
“We're in an era where it’s probably 
easier to raise money to start an auton- 
omous race series than it is to start a 
series with actual drivers,” Foust said. 
“And from a business case ... it’s more 
valuable to promote technology that 
eliminates the driver. But at this point, 
just like in the movie, racing relies on 
the human in the seat.” 

Between stunt-packed driving 
sequences, Ford v Ferrari reminds us 
of the intrinsic human motivation to 
overcome adversity and find victory. 


Half race car, half tripod, 
camera rigs like this put 
viewers right in the action 
at Willow Springs. 





Ultimate protection against spilled drinks, wet shoes 
and muddy messes. Our custom-fit FloorLiners are a 
lifesaver, keeping messes away from your vehicle's 


floor and saving you time when Cleaning. Plus, they re 
easy to install in minutes. 


Available in Black, Tan and Grey 
(Cocoa Availabie for Select Applications) 





Seat Protector Techliner” Seat BackProtctr CangoTech 


Water-repellent seat cover that Custom-fit pickup truck bed ana Durable detense against scuff marks Helps prevent cargo from shifting 
protects against scratches, damage tailgate liner that protects and shields and dirt on the back of your seat. while driving. Set of 4. 
and spills. the truck bed. 


PROUDLY DESIGNED AND MANUFACTURED IN AMERICA 








Cargo/Trunk Liners are custom-fit, laser measured 
cargo trunk mats designed to keep spills, dirt and 
grease away from your vehicle's interior and feature a 
raised lip that keeps spills contained in the liner. 


Available in Black, Tan and Grey 
(Cocoa Available for Select Applications) 








Pet Barrier 


A weather-resistant vehicle rooftop cargo Adjustable heavy-duty barrier helps keep pets The coasters sit in the bottom of drink holders 
carrier that helps secure and safeguard excess Safely secured in the back of the vehicle. to help catch drips and messes. Easily 
cargo and gear. removed when it is time to clean. 
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ALL-WEATHER 
FLOOR MATS 


All-Weather Floor Mats are custom, flexible all-season vehicle floor 
mats with deeply sculpted channels designed to trap water, road 
Salt, mud and sand. All-Weather Floor Mats are engineered to 
prevent curling and cracking in sub-zero weather. 
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BumpStep NL Side Window Deflecter;  —- We-Drill Mud#laps 


BumpStep®XL is an oversized trailer Side Window Deflectors are custom-fit, Laser measured, No-Drill MudFlaps are 
hitch-mounted bumper protector that helps in-window-channel rain and debris guards that custom fit and protect your vehicle’s fenders 
protect your bumper against rear end accidents, allow fresh air to enter and leave the vehicle. and exterior from rocks, mud, road grime and 
dents and scratches. other debris. 
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ALLOYCOVER 


The Weatherlech® AlloyCover™ Hard Tri-Fold Pickup Truck 
Bed Cover is a lightweight, low-profile foldable bed cover 
that maximizes protection from harsh weather conditions 
without compromising style and strength. 











weatherre>" 


Carbon Fiber Li a ae) 
Stone € Bug Deflector Vi tePcane «pone 


Stone & Bug Deflector is a sleek and low . Stronger than steel at a fraction of the weight. CupFone™ is a cell phone holder that sits 
profile custom-fit rock and bug shield that 100% real carbon fiber license plate frame for conveniently in your vehicle’s cupholder. 
protects the hood of your car, truck, SUV the ultimate performance look! It’s also great for use in boats, RVs and golf carts. 
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Updates on our long-term fleet 


25/33/28 mpg 





EPA CITY/HWY/COMB Fuel Econ: 


Kelly Lin 


Base price $29,945 As tested $31,509 


| orry, Toyota, but 
we're going to start by 


mentioning the thorn 
in your side, the Honda 
CR-V. How can we ignore the 
elephant in the room? In two 
recent MotorTrend compari- 
sons, the CR-V took the crown 
over the RAV4, and we’ve 
concluded the Hondais the 
best vehicle in the segment. 

It’s on this note that the 2019 
Toyota RAV4 XLE AWD enters 
our long-term fleet. That said, 
I’ve been driving it for a few 
weeks now, and I’m enjoying it. 
Maybe there are hidden trea- 
sures we haven’t yet explored? 





Although the RAV4 isn’t our 
top pick, it’s definitely winning 
the sales race. The RAV4 is 
the best-selling vehicle in its 
segment. In fact, the RAV4 was 
the best-selling non-pickup 
vehicle in the US. in 2018. 
Toyota completely overhauled 
the RAV4 for the 2019 model 
year, moving it to anew plat- 
form that greatly improves 
the drive experience. The SUV 
received new engines, a more 
compelling design, and even a 
little off-road appeal. 

Our XLE tester is one 
step up from the base RAV4. 
Standard features are simple: 
a 7.0-inch touchscreen with 
Apple CarPlay, six speakers, 


fabric seats, a power moonroof, 


keyless entry and ignition, and 
dual-zone automatic climate 
control. Standard LED head- 
lights and daytime running 
lights add a little style. It also 
comes with Toyota Safety 
Sense 2.0, which includes a 
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pre-collision system with 
pedestrian detection, adaptive 
cruise control, lane departure 
alert with steering assist, lane 
tracing assist, automatic high- 
beams, and road sign assist. 
Blind-spot monitoring with 
rear cross-traffic alert rounds 
out standard safety goodies. 
On top of these features, 
we tacked on some carpet 
floormats and the $1,295 
XLE Convenience package, 
bringing an eight-way 
power-adjustable driver’s seat 
with lumbar support, heated 
front seats, and a height- 
adjustable power liftgate. All 
in all, our RAV4 comes out toa 
pretty reasonable $31,509. 






ALFA ROMEO 
GIULIA 





Android Auto will be 
standard on the 2020 RAV4. 
But if you get a 2019 model, 
we hope you have an iPhone; 
Android Auto is not available. 
We suppose it’s not the end of 
the world, but using Bluetooth 
just feels silly now that both 
CarPlay and Android Auto are 
so widely available. 

Under the hood, a 2.5-liter 
four-cylinder engine comes 
paired with an eight-speed 
automatic. Making 203 hp and 
184 lb-ft of torque, it’s far from 
the most energetic crossover 
we've driven. Over the year, 
we'll have to see if it can keep 
up with our demands and if 
it’s as fuel efficient as its EPA 
rating suggests. We’ll also 
report how much it costs to 
operate during the year. 

We'll tell you a few things 
we like about our tester right 
off the bat. It may not be 
everyone's first choice, but 
don’t you think the Lunar 
Rock paint color is a nice 
change of pace? The ambig- 
uous hue looks more green, 
blue, or gray depending on 
the lighting. The RAV4 also 
has a tight turning radius and 
is easy to park. Stay tuned for 
more in-depth insights, and 
find out whether I can survive 
a year without Android Auto. 


Vehicle Layout Front-engine, AWD, 5-pass, 4-door SUV 
Engine 2.5L/203-hp/184-lb-ft DOHC 16-valve I-4 Transmission 
8-speed automatic Curb Weight 3,500 Ib (MT est) Wheelbase 
105.9 in 0-60 MPH 8.0 sec (MT est) Energy Cons, City/Hwy 
135/102 kW-hr/100 miles CO2 Emissions, Comb 0.69 Ib/mile 


Length 189.9" 





PAUL LAGUETTE 


Width 73.4" 
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Avg CO2 0.86 lb/mi Energy cons 147 kW-hr/100 mi 
Unresolved problems None Maintenance cost $0 
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(oil change, inspection) Normal-wear cost $0 
Base price $42,495 As-tested $52,740 EPA City/Hwy/Comb 


Fuel Econ 20/27/23 mpg 


e’re nearing the 
end of our time in 

the XC60, and it’s 
been smooth sailing all year. 
At about 24,000 miles, the 
compact crossover has visited 
the dealership twice for regular 
maintenance. I'm impressed 
by the airy, eco-chic feel of 
my local Volvo dealership, 
but I'm even happier that the 
first three services are free. 
This means free maintenance 
at the 10,000-, 20,000-, and 
30,000-mile intervals. 

For some buyers, the XC60 is 
the family car, and for others, 
it's the road trip car or the 
second vehicle. For me, it is 
primarily a commuter. So how 
well does it perform in this role? 

In our Real MPG tests, our 
Volvo managed 20.3/32.5/24.4 
mpg city/highway/combined. 
This is considerably better than 
the EPA's rating of 20/27/23 
mpg. Not bad for a compact 
SUV. Over nearly a year of 
driving, we've recorded an 
average fuel economy of 





22.5 mpg combined 


22.5 mpg combined. If you're 
really looking to maximize fuel 
economy, there's also plug-in 
hybrid version of the XC60. 

To be a good commuter car, 
a vehicle must have features 
that make the driver's life 
easier. The head-up display 
and 12.3-inch configurable 


instrument cluster help achieve | 
this goal. You can control many | 


functions via buttons on the 
steering wheel, making the 
finicky infotainment system a 


little more palatable. One thing : 


works against its effectiveness 
as a commuter car: When 
switching lanes at low speeds, 
there's a slight delay in accel- 
eration when you need it. 
There are arguments to 
make for the XC60 as a road 
trip vehicle. It has a spacious 
back seat, though a high floor 
hump makes it tricky for the 
middle occupant to rest his or 


her legs. The cargo area will fit | 


luggage for the whole family, 


and we generally like the cruise | 


control system. 
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Avg CO2 0.62 Ib/mi Energy cons 109 kW-hr/100 mi 
Unresolved problems None Maintenance cost $0 
Normal-wear cost $0 Base price $21,635 As-tested $23,000 


EPA City/Hwy/Comb Fuel Econ 31/36/33 mpg 


28.7/39.8/32.8 mpg 


ometimes you have to 
Ss go out of your way to 
get good things—in this 

case, delicious food. See, | 
have a cooking habit, and | will 
stop at nothing to get good 
(and authentic) ingredients, 
even if that means driving long 
distances to get something not 
sold at your average American 
supermarket. With that mission 
briefing, | set off to San Diego's 
Little Italy in the Nissan Kicks. 

This is the first time the Kicks 
has been on a drive longer 
than 100 miles, and! was 
eager to see how it performs 
on a trip that takes about two 
hours each way. Immediately, 
| noticed how comfortable 
the seats were; they provided 
plenty of support and had just 
the right amount of softness. 
Quibbles? The steering wheel 
doesn't telescope enough, and 
the seating position can put 
tall adults’ legs at an awkward 
angle, not good for long stints. 

The Kicks’ CVT does all the 
heavy lifting, eking the most 


EQUA 


REAL mpG \¥ 


out of the 1.6-liter I-4’s 125 hp 
and 115 lb-ft of torque. You 
still need to plan your passes, 
and going uphill requires 
stepping on the accelerator 
like you mean it. On most 
surfaces, the Kicks’ suspen- 
sion rides smoothly; however, 
it can get uncomfortable on 
uneven pavement, especially 
over big bumps, which cause 
the rear to bounce around. 

San Diego isn't too far from 
Los Angeles; at just over 240 
miles round trip, | returned 
home without needing to top 
up despite the Kicks’ 10.8- 
gallon fuel tank. 

And what about my mission 
to buy some hard-to-find 
Roman cured meat? It was a 
success. | got what | needed 
and then some. This is just the 
first of many food adventures 
the Kicks will go on; there's still 
more places to explore. Now, 
if you'll excuse me, there's a 
delicious plate of spaghetti 
carbonara on my table 
waiting to get devoured. 
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Robin Trajano 


Avg CO2 0.95 Ib/mi Energy cons 169 kW-hr/100 mi = 
Unresolved problems Creaking suspension Maintenance cost $0 | 4 
(oil change) Normal-wear cost $0 Base price $55,295 

As-tested $68,670 EPA City/Hwy/Comb Fuel Econ 20/27/23 mpg 


ike all vehicles assigned 
to staff photographers, 
miles start piling on as 
soon as we take possession. 
The X3 is no exception, and 

so far we're averaging almost 
3,000 miles a month. During 
the last routine trip to the 
dealer, my service adviser 
gawked after realizing | was 
just there two months ago with 
8,000 fewer miles. “I drive a 

lot for work,” | explained. He 
responded, “At least you get to 
do it in that sweet X3.” 

He was right. Gobbling up 
miles of tarmac is a breeze, and 
once the kid in me got over 
the M4Oi's potent powertrain | 


L 





started to appreciate the X3's 
other features. 

Features that | thought 
were gimmicky and frivolous 
have become part of the way | 
interact with the car on a daily 
basis. | constantly use gesture 
control to skip songs and adjust 
volume. I've gotten so used to 
it that | unconsciously try it in 
other cars and subsequently 
feel dumb when | realize I'm not 
in the X3. Comfort Access, which 
allows hands-free operation of 
the liftgate by kicking your foot 
underneath the rear bumper, 
has come in handy countless 
times. | was skeptical about 
Bluetooth-connected Apple 


CarPlay, convinced USB would 
be more reliable (our experi- 
ences with other BMWs still says 
it is), but my phone consistently 
connects as soon as | get in. 
Paired with wireless charging, 
| can't even be bothered with 
plugging my phone in anymore. 

One feature | could do 
without is the overeager auto 
stop/start system. It often shuts 
the engine off while the car 
is still slowly rolling, causing 
abrupt stops at red lights. That 
gets switched off as soon as | 
get in, mpg be damned. 

A couple of updates back, 
we reported our X3 was 
suffering from a leaky sunroof, 





a creaking suspension, and a 
busted cargo net. | brought it 
in to get all of that sorted and 
to take care of routine service. 
After the X3 spent a week 
in the dealership, the broken 
storage net was replaced, not 
under warranty but thankfully 
out of good will. The sunroof 
leak was found to be caused 
by a loose connection for 
the sunroof drain, which was 
resecured. To fix the suspen- 
sion creaking, they replaced 
both front tension struts. After 
a few days, the noise was 
back, so spoiler alert: They 
didn't fix it. At least it was 
covered under warranty. 





2019 Genesis G70 
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Avg CO2 0.98 Ib/mi Energy cons 196 kW-hr/100 mi 
Unresolved problems None Maintenance cost $0 
Normal-wear cost $0 Base price $44,745 As-tested $46,495 
EPA City/Hwy/Comb Fuel Econ: 17/26/21 mpg 


3 mo/2,702 mi * Avg Fuel Econ: 19.8 mpg 





Mark Rechtin 


























t's almost ironic. When we named the Alfa Romeo Giulia our 
2018 Car of the Year winner, the peanut gallery snarked about 
how our delicate Italian confection would be spending alll 

its time in the shop. Except it didn’t. It ran great for a year and 


22,000-plus hassle-free miles. 


And now, we have a car from Genesis—winner of the J.D. Power 
Initial Quality Study over every other brand—that has spent nearly 
a month in the shop with serious problems. 

It all started in my driveway, where | back uphill to a street and, 
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once | back out, am then facing 
uphill. An interesting task for 
any transmission. Except that, 
when cold, the Genesis 3.3T 
would shift from reverse into 
drive with an ominous clunk. 
Whereupon, when driving for 
the first five minutes, the eight- 
speed automatic transmission 
would be plagued with random 


shift patterns out of context with its duty cycle. 

More seriously, when asked for forceful acceleration (necessary 
when turning left from my quiet residential street onto a major 
artery), the transmission would seemingly slip and fail to deliver 
propulsion while engine revs would scream to redline. This would 
happen for a terrifying three-Mississippi count as | drifted into 
cross traffic until the tranny would sort itself out with another 


clunk and finally deliver power. 


At the 1,200-mile mark | took it to the local Genesis (read: 
Hyundai) dealer. The instant response: Replace the transmission 


and the transmission control unit. 


Upon return of the car, the G70 still didn’t feel right. It felt 
significantly slower than before. Although the transmission was 
no longer lurching and performing erratically, it felt like the power 


delivery was restricted. So back to the 
dealership it went. Diagnosis: a leaking 
turbocharger hose. 

Now healed, the G70 has been thun- 
dering around the South Bay and in all 
senses seems to be in fine fettle. 

How fine? Check in next time. 
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VERDICT: 2019 Infiniti QX50 


Collin Woodward 
Base price $46,145 As tested $59,085 





13 mo/23,033 mi 
Avg Econ/CO2 20.8 mpg/0.93 Ib/mi 


ccasionally, as a12-month 
long-term test draws to a close, 

it can be hard to come up with 
new or interesting observations to put 

in our updates. And although that can be 
a problem from a writer’s perspective, 

it doesn’t necessarily mean there’s a 
problem with the car. Sometimes a car 
just has nothing to hide. The 2019 Infiniti 
QX50 is not one of those cars. 

As I mentioned in our QX50 Arrival 
story, there were plenty of questions that 
needed to be answered during our year 
with the vehicle. From powertrain perfor- 
mance to interior quality and even driver 
assist technology reliability, there was a 
lot to figure out with Infiniti’s handsome 
new crossover. One year and 23,033 miles 
later, we have (most of) our answers. 
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Options Sensory pack ($7,500: Bose 
audio, heated/vented front memory seats, 
heated/powered tilt/telescoping wheel, 
20-inch dark-painted wheels, semi-aniline 
leather upholstery, motion-activated 
liftgate, rear window sunshades, adaptive 
front LED lighting, ultrasuede headliner 
and accent trim); Autograph pack ($2,000: 
White and blue upholstery); ProActive 
pack ($2,000: Reverse cross-traffic alert 
with collision intervention, parking sensors, 
adaptive cruise control w/ full soeed 
range, ProPilot Assist with steering assist, 
blind-spot intervention, lane departure 
warning w/ lane prevention, auto high- 
beams, head-up display, direct adaptive 
steering, park assist); ProAssist pack ($550); 
Illuminated kick plates ($465); Welcome 
lighting ($425) 

Problem Areas None Maintenance Cost 
$192.43 (2- oil change, tire rotation, 
inspection) Normal-Wear Cost $0 
3-Year Residual Value* $39,100 (66%) 
Recalls 1: Display control unit 


*IntelliChoice data; assumes 42,000 miles 
at the end of three years 













The QX50’s fancy new engine, for 
example, has been a huge disappointment. 
It promised more power when you needed 
it and better gas mileage when you didn’t. 
But it delivered a not-so-fuel-efficient 
20.8 mpg. How the EPA arrived at its 26 
mpg combined rating, I have no idea. 

And although the QX50 did best its most 
obvious rival, the Acura RDX, in our accel- 
eration tests, you'd never know it from 
behind the wheel. Road test editor Chris 
Walton probably described the power- 
train’s shortcomings best when he said, 
“There are at least three things changing 
all the time— gear ratio, turbo boost, and 
engine compression—and they are each 
fighting over who takes the mic. They only 
all come together and agree what to do at 
wide-open throttle. What a mess.” 

That doesn’t necessarily mean Infiniti 
should abandon variable-compression 
technology. There’s a lot of potential 
there. It just needs to spend a little more 
time in development and create an 
automatic transmission with actual gears. 
While Infiniti is at it, ifit could learna 
few handling and steering lessons from 
the Alfa Romeo Stelvio or even the Acura 
RDX, that would be great. 

Impressions of the interior were much 
more positive. I personally prefer not to 
see suede in acar youd never take to the 
track, but in combination with the quilted 
white leather seats, it at least helps the 
QX50 stand out. In fact, in part due to 
its impressive cabin, the Infiniti quickly 
became the default loaner any time a 
corporate executive needed a car. 

We just wish the wood trim matched. 
Apparently, this was an intentional 
choice, but it looks like a mistake. In 
fact, it was one of the first things editor- 
in-chief Ed Loh pointed out after he 
borrowed the QX50 for a week. The 
lawyers may not let Infiniti change the 
downmarket beeps the car makes, but 
it can’t be that hard to make the trim 
match, can it? 

Comfort was also a huge plus. When 
we took the QX50 on a 2,000-mile road 
trip, it didn’t just get us and our stuff from 
point A to point B. It made each day’s long 
drive a breeze. Even my 90-plus-minute 
daily commute was less stressful when I 
was driving the QX50. 

Considering how terribly outdated the 
infotainment system is, that’s saying a lot. 
A recall did fix the glitches we experi- 
enced, but even then, the connectivity 
issues, low-resolution displays, lack of 
support for Apple CarPlay and Android 
Auto, and slow response times continued 
to be incredibly frustrating. Overly 
sensitive parking sensors that went off 
randomly in traffic only added to the 


annoyance. To be fair, we’ve had similar 
issues with other automakers’ parking 
sensors going off randomly, too. But still. 

One feature that received almost 
universal praise, though, was Nissan’s 
suite of driver assist technologies. I 
mostly used Distance Control Assist, but 
the steering assistance that’s paired with 
the QX50’s adaptive cruise control is also 
one of the best in the industry. That said, 
Throttle Out host Zack Counts thought 
it might almost be too good. “Mostly, it’s 
just good,” he said, but “occasionally it’s 
frightening in that it’s competent enough 
to woo the driver into daydreams.” If the 
system encounters a situation it can’t 
handle, that could be a big problem. So no 
texting while cruise-controlling, OK? 

In terms of maintenance costs, the 
tires proved to be the most expensive 
part. Replacing a single tire after I hita 
literal fork in the middle of the road cost 
$357.48, more than we spent on dealer 
service for the entire year. A little more 
than a week later, a screw punctured that 
same tire. Thankfully, it was covered 
under warranty, so we only had to pay 
labor costs. Since the display control unit 
was replaced as part of a recall, our only 
other costs (aside from gas) were the two 
service visits every 7,500 miles, totaling a 
shade under $200. The closest analogues 
in our recent long-term fleet are the 2017 
Mercedes-Benz GLC 300 4Matic ($50,405 
as tested, $1,000.43 for two service visits) 
and the 2017 Jaguar F-Pace 35t R Sport 
($64,743 as tested, $0 for maintenance). 

In the end, I didn’t exactly grow to 
love the QX50, but I did learn to appre- 
ciate it. The QX50 looks great, and its 
combination of comfort and driver assist 
technology made it a fantastic daily driver 
or road trip companion. But until Infiniti 
replaces the infotainment system and 
refines the powertrain, it’s going to be 
hard to reeommend the QX50 over much 
of its competition. 
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2019 Infiniti QX50 (Essential AWD) 












































DRIVETRAIN LAYOUT | Front-engine, AWD 

ENGINE TYPE Turbocharged I-4, 
alum block/head 

VALVETRAIN | DOHC, 4 valves/cy! 

DISPLACEMENT 120.2-1219 cu in/ 
[PHOS VIVES 

COMPRESSION RATIO SLO FO) 

POWER (SAE NET) 268 hp @ 5,600 rom 

TORQUE (SAE NET) 280 |Ib-ft @ 4,400 rom 

REDLINE | 6,000 rpm 

WEIGHT TO POWER 15.5 Ib/hp 


TRANSMISSION | Cont variable auto 
AXLE/FINAL DRIVE RATIO 5.85:1/2.24:1 






































SUSPENSION, Struts, coil springs, 

FRONT; REAR anti-roll bar; multilink, 
coil springs, anti-roll bar 

STEERING RATIO 1 14.61-21.1:1 

TURNS LOCK TOLOCK = - 2.4 

BRAKES, F; R [Elo weit. elise; 
12.1-in vented disc, ABS 

WHEELS is < ACH Cos: 
aluminum 

TIRES 255/45R20 101Y (M+S) 
Bridgestone Ecopia H/L 
422 Plus RFT 

WHEELBASE | 110.2 in 

TRACK, F/R 64. 4,/63.8 in 

LXWXH 184.7 x 74.9 x 66.0 in 

GROUND CLEARANCE ~—_- 8.6 in 

APPRCH/DEPART ANGLE 172/239 deg 

TURNING CIRCLE (364 ft 

CURB WEIGHT | 4,163 Ib SS 

WEIGHT DIST, F/R 58/42% 

TOWING CAPACITY N/A (3,000 Ib w/ Tow pkg) 

SEATING CAPACITY —s5 

HEADROOM, F/R 40.0/38.4 in 

LEGROOM, F/R —39.6/38.7 in 

SHOULDER ROOM, F/R 579/571 in 


CARGO VOLUME BEHF/R 64.4/31.1 cu ft 
SS 


ACCELERATION TO MPH | 

0-30 2.4 sec 
0-40 | 5.6 
0-50 49 
0-60 6.6 
0-70 8.6 
0-80 lie 
0-90 145 
0-100 ies. 





PASSING, 45-65MPH 3.3 

QUARTER MILE 15.1 sec @ 91.6 mph 
BRAKING, 60-OMPH _| 113 ft 

LATERAL ACCELERATION 0.84 g (avg) 

MT FIGURE EIGHT 26.8 sec @ 0.65 g (avg) 





| TOP-GEAR REVS @ 60 MPH 1,750 rom 





BASE PRICE $46,145 
PRICE AS TESTED $59085 
STABILITY/TRACTION Yes /Yes 
CONTROL 
AIRBAGS 8: Dual front, front side, 
f/r curtain, front knee 
BASIC WARRANTY | 4 years/60,000 miles 


POWERTRAIN WARRANTY 6 years/70,000 miles 
ROADSIDE ASSISTANCE | 4 years/Unlimited miles 


FUEL CAPACITY 16.0 gal 
REAL MPG, CITY/ DO LO AO. 
HWY/COMB PZT ZEISS 


EPA CITY/HWY/COMB ECON 24/30/26 mpg 


| ENERGY CONS, CITY/HWY 140/112 kW-hr/100 miles 


CO2 EMISSIONS, COMB) 0.74 llb/mile 
RECOMMENDED FUEL Unleaded premium 
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WORKS FOR YOU... 
OR YOUR MONEY BACK! 


Doctor Developed 
; “Male Enhancement 


3-PART PHYSICAL RESPONSE: 
| ENHANCED VITALITY” 
HEALTHY BLOOD FLOW" 
go0sT PLEASURE 


"75 FAST-ACTING LIQUID SOFT: GELS 


DIETARY 5U PPLEMENT 


Available for purchase with coupon in fine stores 
everywhere or online at: 


www.appliednutrition.com 
Enter Coupon Code: 014118 


‘LIBIDO- MAX oe MEN 
goes Ove) tis} me) | Bf 





MANUFACTURERS COUPON 
Consumer: Redeemable at retail locations only. Not valid for online or mail-order purchases. Retailer: 
Irwin Naturals will reimburse you for the face value plus 8 (cents) handling provided it is redeemed by 


| aconsumer at the time of purchase on the brand specified. Coupons not properly redeemed will be void 


and held. Reproduction by any party by any means is expressly prohibited. Any other use constitutes 
fraud. Irwin Naturals reserves the right to deny reimbursement (due to misredemption activity) and/or 
request proof of purchase for coupon(s) submitted. Mail to: CMS Dept. 10363, Irwin Naturals, 1 Fawcett 
Drive, Del Rio, TX 78840. Cash value: .001 (cents). Void where taxed or restricted. ONE COUPON PER 
PURCHASE. Not valid for mail order/websites. Retail only. 


| 0710363-014118 


These statements have not been evaluated by the Food & Drug Administration. 
This product is not intended to diagnose, treat, cure or prevent any disease. 
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Christian Seabaugh 
Base price $53,690 As tested $63,280 


12 mo/22,264 mi 
Avg Econ/CO2 10.9 mpg/1.78 Ib/mi 


ne of the best road trips of my life 
was part of MotorTrend’s Trans- 
Labrador Highway pickup truck 
comparison test. Not only was Northern 
and Atlantic Canada breathtaking in its 
beauty, but our three off-road pickup 
trucks were also pretty awe-inspiring in 
their capability—none more so than the 
test-best Ram 2500 Power Wagon. 

A few weeks later and back home in Los 
Angeles, I couldn’t shake the impression 
the Ram Power Wagon made on me; 





The Ram Power 
"foe folamxel diate 
flight on the Trans- 
Molo) celololmallelalwien'A 
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T: 2018 Ram 2500 Power Wagon 


Options Leather/Luxury Group 
($4,995: Alpine audio, dual-zone climate, 
leather upholstery, heated seats and 
steering wheel, parking assist); RamBox 
($1,295: RamBox, cargo hooks, bed 
divider/extender, LED lighting); Uconnect 
with 8.4-inch display ($745); Soray-in 
bedliner ($495); Convenience Group 
($395: auto high-beam, auto windshield 
wipers); Cargo view camera ($345); CD 
player ($295); Remote start ($245); Keyless 
Enter 'n Go ($195): Power-adjustable 
pedals ($195); Power-folding tow mirrors 
($195); Rear window defroster ($195) plates 
($465); Welcome lighting ($450) 

Problem Areas None 

Maintenance Cost $272.52 (3- oil change, 
tire rotation, inspection) 

Normal-Wear Cost $0 3-Year Residual 
Value* $48,300 (76%) Recalls 2: NHTSA 
19V-021: Risk of drag link separation. 
Resolved by welding nuts to adjuster 
sleeve; NHTSA 19V-347: Tailgate could 
inadvertently open due to faulty actuator 
limiter tab. 


*IntelliChoice data; assumes 42,000 miles 
at the end of three years 
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this tremendously capable pickup was 
comfortable on-road, unstoppable off of 
it, and capable of hauling 1,249 pounds 

or towing 10,050. Was it just a vaca- 

tion romance, or was there more to it? 
Thankfully, Ram helped me answer that 
question when a few months later we took 
delivery of our Bright White 2018 Ram 
2500 Power Wagon. 

Over the past 12 months and 22,264 
miles, the Power Wagon has proven itself 
to be one of the best off-road-oriented 
pickup trucks on the market. Powered by 
a trusty 410-horsepower 6.4-liter Hemi 
V-8 with a six-speed auto, four-wheel 
drive, locking front and rear differen- 
tials, electrically disconnecting anti-roll 
bars, and a Warn winch rated for 12,000 
pounds, there wasn’t much the Power 
Wagon wasn’t capable of. 

At the start of its stay with us, it 
helped me and my wife a explore remote 
stretches of Arizona, it yanked stuck SUVs 
and motorhomes from sand and snow, and 
it was even quite the commuter vehicle, 
with its exceptional visibility and respon- 
sive powertrain making this sky-riding 
pickup far better in Los Angeles’ tight 
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2018 Ram 2500 ay 
Heavy Duty Power Wagon Qeatate: 










DRIVETRAIN LAYOUT Front-engine, 4WD Ca 
ENGINE TYPE 90-deg V-8, iron block, erie 
alum heads : 
VALVETRAIN OHV, 2 valves/cyl 
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COMPRESSION RATIO 10:01 a ith bee ——s 
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POWER(SAENET) =| 410hp @5,600 rom y+ te 
TORQUE (SAE NET) 429 lb-ft @ 4,000 rom ) 
REDLINE 5,500 rom 





WEIGHT TO POWER THIS TREMENDOUSLY CAPABLE PICKUP IS 
TRANSMISSION COMFORTABLE ON-ROAD AND UNSTOPPABLE OFF-ROAD. 











AXLEJFINAL DRIVELOW 4 19.4/9.58:1/2,64: 
SUSPENSION, FRONT: Live axle, coil springs, adj traffic and narrow streets than I’d ever out of the truck when the Power Wagon’s 
REAR anti-roll bar; live axle, coll expected it to be. axles were crossed up, and after that the 
| Spine de) neous And whereas many of our long-term door would close with a cringe-inducing 
SUSU EIEAILD Isseu) vehicles inevitably end up taking it easy metallic thunk. 
ea SE EN Se their last month in our garage as other The door and an outstanding recall 
SAE o rat enone peal nee ! editorial projects take precedence, the regarding the rear tailgate were easily 
AnEEIS 80x17-in cast Power Wagon has instead gone out with addressed within a couple hours at our 
aluminum a bang. For example, it towed a 20-foot local Ram dealer once the Power Wagon 
TIRES 285/70R17 121/118Q D | flatbed trailer carrying a1949 Cadillac62 returned to civilization. 
(M+S) Bridgestone Sedanette for a story celebrating our 70th Maintaining our Ram has been dirt 
HNneinig err Puinetnrele anniversary. The Power Wagon hardly cheap. Our three scheduled oil and filter 
DIMENSIONS | noticed the extra weight of the classic changes, tire rotations, and an air filter 
—— os Cadillac; its ride remained composed,its change cost us just $272.52. Our last 
= SID. mOGani brakes strong, and engine and trans- three-quarter-ton long-term pickup, a 
TURNING CIRCLE “139 ft - mission cool, even when towing up an 2017 Ford F-250 Super Duty King Ranch 
CURB WEIGHT incredibly steep 4-mile-long hill. The equipped with a Power Stroke diesel V-8 
WEIGHT DIST, F/R extra torque from a diesel engine option cost us $236.80 over an easier duty cycle 
SEATING CAPACITY would have been nice up that slope, but and a few thousand fewer miles. Before 
HEADROOM, F/R the new eight-speed automatic on the that, our 2016 Nissan Titan XD Pro-4X 
LEGROOM, F/R |410/403in = ~~~~—~—*«|-—s- 2019 Ram Power Wagon could achieve equipped with a Cummins diesel V-8 cost 
SHOULDER ROOM, F/R similar results. us $1,506 in routine maintenance over 
PICKUP BOX L XW XH Not long after its day towing a Cadillac 31,000 miles. 
CARGO VOLUME 279 Cu Tt around the valley outside of L.A., our Fueling our Ram, however, hasn’t been 
WIDTH BET WHEEL HOUSES} 51.0 in 


Power Wagon got to stretch its legsonone cheap. Power Wagons are only available 











PAYLOAD CAPACITY ) idee! 
: Rucerale of the Southwest’s best overland trails: the with an 89-octane-drinking 6.4-liter V-8, 
TOWING CAPACITY 10,050 Ib : : : ; 
TEST DATA Mojave Road. This 140-ish-mile off-road and our truck averaged 10.9 mpg over its 
ACCELERATION TO MPH _ trail stretches from Fort Mohave, Arizona, stay with us. (A more efficient Cummins 
0-30 to Barstow, California, andincludesahuge diesel I-6 is available on the rest of the 
0-40 TAYE variety of terrain as it crosses the desert. Ram Heavy Duty lineup but isn’t offered 
0-50 16.4 | The Power Wagon was primarily there on the Power Wagon because it doesn’t 
0-60 to transport our four-person photo and leave enough room for the winch.) Using a 
0-70 video team (plus all of their gear), but we | rough $3.00 national average for midgrade 
0-80 14.6 also picked it because of the extra peace of gasoline (instead of the California figure, 
PASSING, 45-65 MPH 4.5 | mindit brings off-road. All that the Ram which skews closer to $4.00), that means 
Bela ULI: Koso See @ ah Injen brings to the table gave us no doubt thatif | you’d spend about $6,200 per year on fuel, 
BRAKING, 60-0 MPH pee eee 
— one of our star trucks got stuck, the Ram assuming similar mileage and duty cycles. 
LATERAL ACCELERATION | 0.70 g (avg) | Tbs etor + Che feral : hehe Te : tP 
MT FIGURE EIGHT 598) S56 @ OSE) (Wel would be able to free it. | | ertainly pricey, but I imagine mcs ower 
TOP-GEAR REVS @ 60 MPH | 1,500 rom The Ram tackled the abusive trail Wagon buyers know what they’e in for 
MT FIGURE EIGHT 24.8 sec @ 0.79 g (avg) without serious issue. It lost a tire at one once they bring one of these home. 
TOP-GEAR REVS @ 60 MPH | 1,500 rom ~ point—the trail’s poor condition and an Ultimately, “home” is the word I most 
CONSUMER INFO older tire are equal parts to blame—but associated with our Ram Power Wagon 
BASE PRICE $53,690 _ it was good as new once its full-size spare _—_ during its stay with us. I always looked 
PRICE AS TESTED $63,280 was mounted. The Power Wagon also got _‘ forward to getting into it, whether it be 
STABILITY/TRACTION Yes/Yes home with a misaligned driver-side rear to simply commute to the office in the 
CONTROL : : : : ; 
door; one of the video guys had hopped morning or to head out into the California 
AIRBAGS 6: Dual front, front side, : 
eee tican ui wilderness with my wife and dogs in tow. 










I started out this year wanting to learn 
whether my fondness for the Power Wagon 
was just a vacation fling or if it really was 


BASIC WARRANTY 3 years/36,000 miles | \ | 


POWERTRAIN WARRANTY | 5 years/60,000 miles 
ROADSIDE ASSISTANCE 5 years/60,000 miles 


FUEL CAPACITY 31.0 gal | ' Vis true love. I’m happy to report that it’s 

REAL MPG, CITY/HWY/COMB} 11.6/15.3/13.0 mpg | , sway definitively the latter. My next long-termer 
EPA CITY/HWY/COMB ECON \\ yf Vine is going to have mighty big shoes to fill— 
RECOMMENDED FUEL Unleaded regular | oy i both literally and figuratively. Hi 
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Karen James is a noted 
journalist and expert in 
sex and relationships. 











A Secret Any Man Can Use.. 


This month | got a letter from 
a reader in Texas about a “little 
secret” that has renewed her 
sex life with her husband! 


Tina writes: Dear Karen, 


For years my husband and | had 

a wondertul love life, but when he 
reached his 50s, he lost some of his 
old spark, especially in the bedroom. 
He tried every product available, but 
nothing worked. For the past few years, 
It’s felt like we were roommates, not 
husband and wife. 


Well, last month he came home from 

a business trip in Europe and shocked 
me with more energy and passion than 
he’s had in years. He took me in the 
bedroom like we were newlyweds and 
gave me a night I'll never forget. It was 
just incredible, and our love life has 
been like that ever since. So here we 
are, closer than ever and enjoying the 
best sex of our lives... IN Our 50’s! 


On his trio, my husband stayed 

in a hotel room next to an Italian 
nutritionist and his wife and heard 
them passionately making love every 
night. He figured they must be in 

their twenties, but one morning he 
encountered them tn the hallway and it 
turns out, they were In their 7Os! 


Instead of being embarrassed that 
they’d been found out, they were 
positively glowing and happy to share 
their “secret.” The man pulled out a 
small pack from his satchel, gave it to 
my husband and said “These tablets 
come from a small town up north and 
are made from naturally pure extracts, 
packed with densely rich sexual 
nutrients. They will give you back your 
vigor in the bedroom and you will 
perform even better than you did as a 
young man. Then he laughed and said, 
“You will become an Italian Stallion like 
me!” 


ADVERTISEMENT 


Ask The 


Love, Marriage, and 


Expert IN). @ Vit alt 





Older Men in Italy Don’t Need Viagra. 
Now We — Why. - 
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“My husband shocked me with more passion 
than he’s had in years. He took me in the 
bedroom like we were newlyweds and gave me a 


night I'll never forget!” 


Karen, my husband has been taking 
one tablet each morning with breakfast, 
but the pack is almost empty and we 
both desperately want more. Do you 
Know about these European tablets and 
how to get some in the States? 


sincerely, 
Tina D., Fort Worth, TX 


Tina, you're in luck, | do know about 
them. Ever wonder why older men from 
Italy and all over Europe are famous 

for staying energized, passionate, and 
sexually active well into their golden 
years? For decades, these men have 
relied on a unique blossom seed extract 
to enhance their bedroom power and 
oerformance. 


Milled on the fertile northern plains, 

and sold under the brand name 
Provarin, these pure plant extracts 
have a legendary reputation throughout 
Europe for naturally fueling extremely 
hard erections. As Giovanni from Milan 
out It, “It’s like bedroom rocket fuel - 


ei 


especially for us older guys! 


All-natural and safe to take, Provarin is 
a well-kept secret for those in the Know. 
An old-school, family business, they still 
harvest product by hand and don’t do 
any advertising. Long-time customers 
and word of mouth ensures their limited 
stock Is sold out every year. 


They do have a distributer here in 

the U.S. and Provarin is surprisingly 
inexpensive. A sookesman told me 
they were proud to produce the highest 
quality product for men and couples. 
He went on to say that if any of my 
readers call and mention this article, 
they’ll be offered an additional 50% 
discount, free shipping, and a free 
bonus pack of 30 tablets! 


Wow, so there you go, Tina - and the 
rest of you readers! The offer is only 
good while supplies last so give them a 
call today. The number is 
1-800-596-0952. 


Aren't you glad you asked? 


Karen 


ATHENA PHEROMONE 10x° 


GETS YOU MORE AFFECTION from WOMEN 


Vial of 1/6 0z. added to 2-4 oz. of your fragrance 
worn daily lasts 4-6 mos. Or use straight. 


Effective for 74% in an 8 week study. 


Athena Pheromone 10X for men: $99.50 for 6 month 
supply. Athena Pheromone 10:13 for women: $98.50. 
Cosmetics, not aphrodisiacs. 


D> A ql = be a ; ATA ALE 
7! ~) i U y py Lj = 
7 Trilile | mem WLS 
| OF YOUT AFIENOMAVE 
DR.WINNIFRED B. CUTLER 


¢ Creator of 10:13" and 10X™ * “Please send me two more 
¢ PhD, Biology U Penn, vials of Athena Pheromone 10X. | am a body- 
Postdoc Stanford builder and always receive attention. But this 
m1 is more than attention--this is an invasion. 

ime - 
12/1/86; Newsweek 1/12/87) Now they don’t go after my body. They go 
after me personally. They offer marriage. 


6-Pak special How soon can you ship it?” 
Not in stores. Call: 610-827-2200 2) REJECT CHEAP IMITATIONS 











or order online at Athena Institute, 1211 Braefield Rd. 
athenainstitute.com 
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Chester Springs, PA 19425 MOT 


NO MORE MESSY GARAGE FLOOR! 


—— <0 
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CLEAN PARK® GARAGE 
e Catches every drop of 
mud, slush & grime 


e Available in a variety of — [— 
sizes & thicknesses MADE 


° Up to a 3-Year Warranty WEY. 


YourGaragePro.com 
800-992-2018 









DIGITAL 
EDITION 


SEARCHABLE CONTENT 
INSTANT DELIVERY 
MOBILE LIBRARY 

VIEW ON ANY DEVICE 





digital onlinemotortrend.com 


/ Reliably Low Prices 
VAP OMA ACO 
V Huge Selection 


V Fast Shipping ROCKAUTO. COM = 
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PARTS YOUR CAR WILL EVER NEED 











Liquids absorb 98% and immediately goes into the body’s system. 
Easy to use. Take with any beverage. 

Dr. Bross advises erection size can be 3 inches bigger and can have enlargement for 
a lifetime when you continue to take PRO+PLUS LIQUID. Men of any age can achieve 
the highest success rate in 1 to 2 months. Reach Your Maximum Potential. PRO+PLUS 
cele ne not conan soe or ela 










eat athy ha: oC : v7 
Although quid i iS eer to ote faster than ae some men oe 
0: + : Le and PRO+PLUS ULTIMATE pills are an excellent alternative. 


PRO+PLUS ACCELERATOR LIQUID or CREAM 
Customers tell us the Accelerator Cream or Liquid can speed up the time 
it takes for male enhancement up to 50%. Easy to use. Works with any 
Pro+Plus pills or liquid formula. You can feel the benefits almost immediately using the 
Pro+Plus pone Eva call or sue with nou Pro+Plus ee or Gite MONE 





I’m Brenda, My man takes the rLUo 
Pro+Plus Ultimate. Hear how he | Sess - 
satisfies me. (888) 242-0469 


Only $25.00 Each Or Select ONE FREE 
With Any Pro+Plus Liquid 

Order. Select Any 
THREE FREE With 

a One Year Supply of 
PRO+PLUS LIQUID. 


SEXCITER LIQUID 

Excites women better — 

than Spanish fly. 

ATTRACT-A-MATE 

_ Human pheromone 

_ spray can make 
women desire you. 


Call our ‘live sapTSSEntatIves that you can trust to 

give you important information about our products. 

Be careful of discounters, imitators and porn stars that sell similar 

products on Amazon and Google. 

Don’t buy from sellers who: Don’t disclose where their products 

are made, use inferior blends, can’t call them and have no 
customer service. Money Back Guarantee 


Credit Card Orders Call Toll Free Anytime * 24/7 









1-424-644-0987 ¢ 9 am-5 pm PST (M-F) Se Habla eaten 


Mail Payment to: 

















Avid Pro Medical Dept. O2MAA ¢ Box 6710, Malibu, CA 90264 
Liquid or Pills | 
Name (Print. | am over 18 and agree to the terms of ProPlusMed.com) Original Res Ultimate 
Address / City / State / Zi ; Results in ©an gain up to Can gain up to 
: = P 3-4 months, 20% in length 50% in length & | 
| Credit Card Number - & width in widthin = 
[_] Check [_] Money Order [_] Cash 2-3 months. 1-2 months. ; 
expires erebone 30 Days plus 30 Days FREE [1 $50 | [-] $60 ($80 $ ' 
_. PRO+PLUS ACCELERATOR LIQUID $25.00 $ 60 1d alte 60 Days k ais u $90 | | $110 - $1408 
‘ - | ‘ ” ____ PRO+PLUS ACCELERATOR CREAM $25.00 $ )r. Bross F ds One Year Supply Tc Rea h Your Maximt n | 
Fie aie ies. Te ual ware _ SEXCITER LIQUID to Excite Women $25.00 $ ost 1 ‘Os 0 Sal $. ames i 
ATTRACT-A-MATE Pheromone to Attract Women $25.00 $ Shipping, Rush Service and Insurance $20.00 VALUE ONLY $14.95 | 


Individual results may vay. These statements have not been evaluated by the FDA. This product is not intended to diagnose, treat, cure or p preven any disease. V146 Jota! Enclosed $ 
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Ready to Race: Factory-built GT3 
race cars are the ultimate thrill ride 


t’s one of the wildest cars Mercedes makes. But forget 

about ever being able to drive it on the road. All 

brutalist aero and thundering V-8, maximum attack 

wrought in lightweight aluminum and carbon fiber, 

the 2020 Mercedes-AMG GTS is your factory-built 
ticket to racetrack glory. 

GT3 has become one of the world’s most popular racing 
categories for drivers and fans alike, and it’s not hard to see 
why. Rather than anonymous high-tech spaceships shaped 
in a wind tunnel, GTS racers look like the road-going 
supercars we lust after—Porsches, Ferraris, Corvettes, 
Aston Martins—and they race on some of the world’s 
most iconic tracks, including Le Mans, Daytona, Spa, 
Bathurst, and the Nurburgring Nordschleife . (Check out 
our coverage of GT3 racing on MotorTrend On Demand.) 

The 2020 GT3 is an upgrade of the 2016 Mercedes 
racer. Changes include a dramatic new grille that offers 
more protection to the front radiators and also previews a 
coming face-lift for the regular Mercedes-AMG GT. A lot of 
effort has gone into improving durability and reducing the 
cost of operation. That sounds like road car engineering, 
not glory-hunting, on-the-limit track warriors. But fora 
growing number of automakers, developing and selling 
GT3 race cars is a lucrative business, fueled by a surge of 
well-heeled enthusiasts chasing the ultimate thrill ride. 
And just as with a road car, a robust, reli- 
able, well-engineered race car is likely to 
attract more buyers. 

As will good customer service. Order 


and you'll be invited to a factory racing 

tech center for a full briefing on the car. Mercedes-AMG 
will also send one of its race engineers to help your team 
learn how to set it up, giving baseline recommendations 
for things like tire pressures, ride height, wing and splitter 
settings, and spring and damper rates. 

According to the manual—yes, the Mercedes GT3 comes 
with one—the 550-hp 6.2-liter V-8 will only need a rebuild 
every 15,500 racing miles, and the transmission every 
6,200 miles. A new feature that uses RFID technology 
tracks the life of various components such as suspension 
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automakers, selling G13 race 
a GT3—prices start at about $441,000— [a[s in d lucrative husiness. 





parts. Forget a grizzled race mechanic with a lifetime of 
experience; the car tells you when a part needs replacing. 

After my stint in the edgy Lamborghini Huracan GT3 
Evo a couple of weeks earlier (see story, page 76), I’m 
apprehensive as the Mercedes-AMG GT3 rumbles down 
the pit lane at EuroSpeedway Lausitz, south of Berlin. 
I have the traction control on 1, the most aggressive 
setting, and the ABS intervention on 3. But by the end 
of the first lap, I’m already channeling my inner Lewis 
Hamilton and dialing back the nannies. 

It’s thunderously loud, the cabin awash with an 
unfiltered metallic feedback loop 
of engine noise and transmission 
whine. Hand-of-god downforce keeps 
it supremely planted through fast 
corners and under heavy braking, 
and the suspension rides the curbs 
with impressive composure. The feedback through 
the steering is rich and detailed, and the big V-8, its 
NASCAR party-mode soundtrack spitting from a pair of 
side pipes, is simply magical, delivering ballistic thrust 
with nuanced throttle response. 

I had expected to be intimidated by the Mercedes. 
Instead, I’m utterly exhilarated. This is a confidence- 
inspiring car, its performance envelope a broad runway 
you feel empowered to explore rather than, as in the 
Huracan GT3 Evo, a razor’s edge you struggle to find. 
Should I win the lottery, this predictable, bulletproof 
Mercedes would be my GT3 race car of choice. 

Mercedes-AMG team driver Maro Engel, who helped 
develop the car, is pleased to hear this. “The feedback 
from our gentleman drivers is they can get closer to the 
pros in our GT3 than in other cars.” And that, right there, 
is the genius of this car. It’s tough to build a race car that 
works for gentleman drivers yet still has the pace, preci- 
sion, and poise a pro driver craves. But that’s exactly what 
the 2020 Mercedes-AMG GTS3 delivers. Hf 


Nate [Ulm Coles (Jay 4(-meol-15-meom ola(-1ilate Me) amsal-M i (-1cet-to(-s-tr AV (C7 
(CMH ol-1 Colc-Mall-m ie] oye Mm el gobs) el-1-Xe hv Vo hVm MolUl-jh ym 








Some carmakers 
have their GT3 
racers created 
by third-party 
race engineering 
shops, but 
Mercedes has 
engineered 

and developed 
its GTS at its 
headquarters in 
Affalterbach. 


EASY. 








Make another easy 
choice by switching | 


to GEICO. = | 





geico.com | 1-800-947-AUTO | Local Office 


Some discounts, coverages, payment plans and features are not available in all states, in all GEICO companies, or in all situations. GEICO is a registered service mark of 
Government Employees Insurance Company, Washington, DC 20076; a Berkshire Hathaway Inc. subsidiary. GEICO Gecko image © 1999-2019. © 2019 GEICO 





